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FRIDAY, OCTOBER a. 


Standard Ra'l-Section_ ‘and Splice for ‘Lehigh Valley 
Railroad. 


This gection was designed by Mr: Robert H. Sayre, and is 
substantially the one which has been ‘used on the down or 
heavy track of the Lehigh Valley Railroad for the past six 
years. A little metal has been taken out of the web and 
flange ofthe old section and put into the head of this, 





and the latterimproved somewhat in form. In 
doing the latter Mr. Sayreprocured, from _ the 
different wheel-makers in country, section, 
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have adopted Barr's sand flange process. of casting wheels 


- | to prevent this. Now, as the service is quite as hard on the 


Lehigh Valley Railroad as the Pennsylvania Railroad, and 
as we do not have 5 per cent. of our wheels removed for thin 
flanges, and as tho latter company use a rail with top corners 
rounded to a radius of 4} in., and on the other road they are 
rounded to a }¢ in. radius, and have more bevel on the sides 
of the head, I think thecause of their flanges wearing thin. 
can easily be determined.” 

The form.of splice represented, which has been designed | 
and patented by Mr, Fritz, Superintendent of the Betble- 
hem Iron and Steel Works, and Mr. Sayre is claimed to 
have very much more strength by being thrown out from 
the rail stem. As already explained, owing to the shape of 
the rail head the fish-plates have more bearing against the 
under side of the head than any other fish-plates, and the 
bearing on the tie gives: abundant room for the spike slot. 
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which that gentleman asserts that in no type of engine 
under the suo, where economy is aimed at, is the link used, 
save in the locomotive. Doubtless Mr. Smith bas over- 
looked the fact that. marine engineers employ the link mo- 
tion to an almost universal extent. . Now it must be appar. 
ent to every one that in this department of mechanics every 
available mode of economizing must be resorted to. For 
use at sea engines must be strong, simple in design, easy of 
- | repair and economical in the con-umption pf fuel. In men- 
| of-war and ocean steamships the coal-room is limited, and 
no stoppages. can be made to take in extra fuel. If then any 
saving be possible, I am sure that the manufacturers of 
“automatic stationary engines” would find no difficulty in 
introducing their air cushions and springs, their wearing sur- 
faces, complexities and rattle-traps, not only in the service 
of the sea but on the locomotive engine. Probably the only 
way-of ‘illustrating the faults of the link asa cut-off de- 
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LEHIGH VALLEY RAILROAD STANDARDJRAIL SECTION, WITH FRITZ & SAYRE’S FISH-JOINT 


of the wheel flanges they are now making. ~ These 
he found very nearly alike; they were coned from 3, to \ in. 
in 3}¢ in., and the curve connecting the flange and the tread 
of the wheels was from 14 to % in. radius. He therefore bev- 
eled the head of the rail each wayfrom the centre ,{; of an inch 
to one inch, and the corners have been rounded with a radius 
of 5¢ in., so as to fit a great majority of all the wheels in use. 
The side of the head is beveled to an angle of 81° with a 
horizontal line, which is a little more than that used hereto- 
fore, but is mcre nearly the shape to which the rail wears, 
and it also gives a broader bearing surface, or % in. full, 
under the head for the fish-plate, and as the head wears 
down the bearing surface for the wheels becomes wider. 
‘“‘In support of the shape of the head of our rail,” Mr. 


Sayre writes: ‘‘I have been strengthened in my opinion by | © 


the perusal of a paper issued by Mr. J. N. Barr, Superin- 
tendent of the Pennsylvania Railroad wheel foundry, in 
which he says: ‘It has been ascertained from carefully 
conducted records, extending over a period of several years, 
that of the total number of worn-out freight-car wheels, 
more than 40 per cent. are condemned on account of having 
flanges worn thin.’ The Pennsylvania Railroad Company 


The bolts, it will also be noticed, are swaged down in the 


rail as large as it must be to allow for expansion and con- 
traction, if the bolt is the full diameter through its whole 
length. 

Altogether, we incline to the opinion that this is one of 
the best forms of rail sections yet designed, alchough, as 


not be better to make it 4% in. high and to weigh from 68 
to 70 Ibs. per — 


Gontributions. 


The Link “Motion. 
NorTHERN RaILRoapD, Cuncorp, N. A 


Fi 
. Sept. 27,1881. ( 
To THE EpIToR OF THE RAILROAD GAZETTE : 
In the September number of the Nutional Car-Builder, 








page 106, appears an article by Frank C. Smith, M. E., en- 
tiled * Loseemstive Valve Gear: The Link Motion,” 





centre to the diameter of the bolt at the bottom of the | 
thread. This makes it unnecessary to drill the hole in the | 


Mr. Sayre says, it isa question in his mind whether it would | 


| Vice is by indicator diagrams:” “ prejudicial pressures, dis 
tortion and evil” are here found by theoretical iconoclasts, 
who continually seek to break in pieces what they cannot 
improve, and what would scarcely make ‘‘ the game worth 
the candle” if they could. It is easy to explain to Mr. Smith 
why “autocratic” railroad managers are not displeased 
with the link motion and simple slide valve; merely because 
nothing has as yet appeared to damage its supremacy ; it is 
us yet surpassed by nothing for simplicity and efficiency; 
| the services of ordinary mechanics are ample for its con- 
struction, and a mechanical expert is not required to oper- 
ate it upon the road; it is not continually on the pit under- 
going repairs, and has only two plain valves exposed to the 
cutting and scratching of coal cinders. How pathetically 


"| these pessimists write of premature admission, of premature 


exhaustion and excessive compression, picturing bankruptcy 
and ficancial ruin to the roads continuing to use the link 
motion. One is reminded of the prophecies and warnings of 
quacks, to be read in any newspaper, concerning the specu. 
lative and imaginary misery attending indiscretions of 
youth, except perhaps he be the better mar. who advertises 





in| a speedy, certain, yet patented remedy. And let me say 
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right here that the lap of the valve and the link motion, the 
two greatest elements of modern valve gear, were never 
_ under the protection of patents. 

Mr. Smith will find very few men in this country willing 
to admit that the link motion, which was first used on the 
locomotives of Robert Stephenson & Co. in 1843, was a step 
hackward in the history of the locomotive; rather will they 
echo Clark’s opinion and say “‘ that nothing but an impulse 
of genius could have given birth to this exquisite motion.” 
Every one interested in the development and progress of the 
American locomotive knows that Mr. Baldwin ‘‘ was very 





Accidents to Employes. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

I beg to corroborate the statements of your editorial of 
Sept. 28 concerning ‘Accidents to Railroad Employ ‘~ 
The subject needs airing a good deal yet, and it would be a 
good thing if you could spread the discussion into the daily 
papers. But I write now especially to testify to the accuracy 
of your judgment as expressed in the last dozen lines. From 
considerable observation I am satisfied that a-large propor- 
tion of the men causing accidents to themselves or others 
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miles, would amount to 38,887 tons, and, at. $50 
per ton, the respectable sum of $166,850, which, 
with the exception of the value of the old metal when the 
rails were taken up—probably nearly or quite eaten up by 
interest—was an entire waste of money, all growing out of 
the want of a little of that knowledge which Baron von 
Weber demonstrated by his experiments and published in 
1869. This is one of the cases in which science would have 
paid. 

Up to 1875 the heads of all rails were rounded on the sides, 





a form which offered the least: resistance to wear. In 1875 
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USED ON MAIN LINE PREVIOUS TO 1875 


Fig 4 
RAIL AND 


loth to adopt the link” on his locomutives—perhaps because 
Mr. Rogers, of the Rogers Locomotive Company, got the 
start of him and adopted it first; but mainly on the strength 
of some slight theoretical disadvantages which were speedily 
removed by the arguments of Mr. Parry, now a member of 
the firm. And to-day the Baldwin Locomotive Works ad- 
vertise that ‘‘the theoretical objections which confessedly 
apply to the device” (link motion) have been practically 
proved to be unimportant. The comparison between a link 
and tight lacing which Mr. Smith makes seems a peculiar 
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STANDARD FO NCH ROADS AND WEST JERSEY R.R 


Fig. 5. 


SPLICE SECTIONS USED ON THE PENNSYLVANIA 


(chiefly themselves) are either too young (and inexperienced), 
or are addicted to liquor. ‘‘ Greater care in the selection” 
of employés is just what is needed to prevent a good share 
of the injuries from coupling cars, falling off cars, being 
knocked off by bridges, etc. Much might be said in favor 
of laws regulating the age at which men might be employed 
on trains, and the preliminary railway training to be re- 
quired. By the way, why should not the state or national 
| government examine conductors and locomotive runners, as 
well as captains and pilots of steamboats ? S. G. 





STANDARD FOR MAIN 





LINE NEW 
Fig. 6. 
RAILROAD. 


YORK TO-PITTSBURGH . 


the forms shown in figs. 5 ane 6 were adopted, and these are 
now the standards for the branches and main line. The 
sides of these heads, it will be seen, are flat and beveled, a 
subject about which there has recently been considerable 
discussion. This general form isnow quite certain to be- 
come the recognized standard over the whole country 

On another page will be found the latest section of beveled- 
head rail and splice adopted by Mr. Robert El. Sayre, Super, 
intendent of the Lehigh Valley Railroad, who was the first 
to design and use this form. A comparison of the reasons 














CROSS SECTION GRAVEL BALLAST. 
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STANDARD SECTIONS OF 


PERMANENT WAY OF THE PENNSYLVANIA RAILROAD. 


one, Tight lacing is certainly “ fashionable end injurious,”| Permanent Way on the Pennsylvania Railroad. | which led to this design with the progressive sections used 


but the link does not seem to have the appearance or the 
results attending this prevalent female weakness. 
way of thinking the outside shell of a locomotive fire-box is 
the only part of the engine which can be said to resemble 
tight lacing. And if inventors would turn their attention 
to designing some simple means of preventing coal dust from 
being drawn through the exhaust pipes, say for instance 
when an engine is running down grade, without using steam, 
or of improving the evaporative efficiency of locomotive 
boilers without increasing their weight, they will have at- 
tempted that which, when accomplished, will add considera- 
bly to the economy of the locomotive. In the words of 
Goethe, “Do not wait for extraordinary opportunities for 
good actions, but make use of common situations. 
C. BERKELEY POWELL, 
Draughtsman. 


In my | 


| on the Pennsylvania Railroad is very interesting, and shows 
The engravings herewith represent, on a reduced scale, a | the successive steps which have determined the form of sec 


series of six rail and splice sections which have been suc- tions now used. 


| cessively used on the Pennsylvania Railroad. 


The engravings and specifications for a ‘perfect sub- 


The process of development indicated by these different | division ” of track in this same line will be of interest. These 


| forms is very interesting. The first four sections all have 
webs from 1; to & in. thick, the fact that very much less 
| metal is required in this part uf the rail not. having been 
learned at the time these sections were designed and made. 
| It is safe to say that 20 per cent. of the metal in the web of 
| the rail used on the main line previous to 1875, and repre- 
sented by fig. 4, was clear waste. Asthe webis about 2% 
in. high and over % in. thick, we have a waste per yard of 
say }< in. in thickness = 2.375 x x 36 x 0.2816 = 8 Ibs. 
per yard, which for the double track of the whole line of the 
Pennsylvania road from Philadelphia to Pittsburgh, 354 





differ somewhat from those which have been published in 
these pages heretofore, and are now the standard on the 
whole line of the Pennsylvania Railroad. 


Pennsylvania Railroad Company—Specifications for a per- 
fect subdivision. 
“1. Line.—The track must be in true line. 
‘2, Surface.—The track must be in good surface 
rere ee the — — neste en ae level, 
curves t r eleva m ven 
a coated eatiesin around the curve. 
should be yore Prom 5 tee 
on legree 
point, where the full eleva- 
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tion is attained. The same method should be adopted in 
leaving the cucve. : 

“3, Joints,—The joints of the rails must be exactly mid- 
way between the joint ties, and the joint on one line of rail 
must be opposite the centre of the railon the other line of 
the same track. In winter, a distance of five-sixtieths of an 
inch, and insummer one-sixtieth of an inch, must be left 
between the ends of the rails, to allow for expansion. The 
splices must be rly put on with the full number of bolts, 
nuts, and stop w. , and the nuts screwed up tight. The 
rails must be spiked both on the insije and outside on each tie, 
on‘straight lines as well as on curves, and the spikes driven 
inset position as to kept the ties at right angles to the 
rai 

“4. Ballast.—There must be a uniform depth of at least 
twelve inches of clean, brok:n stone or gravel under the 
ties. The ballast must be filled up evenly between but 
not above the to 
maio tracks and sidings where stone ballast is used. In 
filling up between the tracks, coarse, large stones must be 
placed in the bottom in order to provide for drainage ; but 
care should be taken to keep the coarse stone away from the 
ends of the ties. At the outer ends of the ties the ballast 
must be sloped off evenly to the sub-grade. When stone is 
used it must be broken evenly, and not larger than a cube 
that will pass through a two-and-one-half-inch ring. 

*“*5 Cross-ties.—The cross-ties must be properly and 
evenly spaced, with ten incbes. between the edges of beari 
surfaces at joints, with intermediate ties evanly spaced, anc 
the ends on the outside on double track, and on the right 
hand side going north or west on single track, lined up par- 
allel with the rails. On main line 16, and on siding 14, ties 
must be used for each thirty-foot rail. The ties must not be 
notched under any circumstances, but, should they be 
twisted, must be made true with the adze, that the rails may 
have aa even bearing over the whole breadth of the tie. 

“6. Switches,—The switches and frogs must be kept well 
lined up and in good order. Switches must work easily, and 
safety blocks attached to every switch head where ‘stub’ 
switches are used. Switch signals must be kept bright and 
in good order, and the bigh signal used for all switches 
where trains ran against the points. Particular attention 
must be given to avoid low joints at the head-blocks of 
switches. The standard distance between guard rail and 
main rail at frogs will be two inches. 

“7, Sidings.—All company sidings should be kept in as 
good order as practicable, using for this purpose second-class 
rails und ties, or the partly worn materials taken from main 
tracks. Owners of private sidings must be required to keep 
their sidings in safe condition for use at all times. 

‘*8, Ditches.—The cross-section of ditches at the highest 

oint must be of the width and depth as shown on the stan- 
Sand drawing, and graded parallel with the track, so as to 
pass water freely during heavy rains and thoroughly drain 
the road-bed. The line of the bottom of the ditch must be 
made parallel with the rails, and well and neatly defined, at 
a distance of not less than seven feet from the outside rail. 
All necessary cross-drains must be put in at proper intervals. 
Earth taken from ditches or elsewhere must be dumped over 
the banks, and not left at or near the ends of the ties. but 
distributed over the slope. Earth taken out of the ditches 
in cuts must not be thrown on the slope. The channels or 
streams for a considerable distance above the road should be 
examined, and brush, drift and other obstructions removed. 
Ditches, culverts and box-drains should be cleared of all ob- 
structions, and the outlets and inlets of the same kept open 
to allow a free flow of water at all times. 

“9, Road Crossings.—The road-crossing planks must be 
securely spiked; the planking should be three-quarters of an 
inch below the top of rail, and 214 in. from the gauge line. 
The ends and inside edges of planks should be beveled off. 

“10, Station Grounds.—Station platforms, fences and 
grounds at stations must be kept clean and in good order. 

“11. Policing.—The telegraph poles must be kept in 
fate position, and trees near the telegraph line must be 

ept trimmed to prevent the branches touching the wires 
during high winds. All old material, such as old ties, old 
rails, chairs, car material, etc., must be gathered up at least 
once a week and neatly piled at proper points. riers and 
undergrowth un the right of way must be kept cut close to 
the ground.” 


These specifications were issued Jan. 1, 1879, by Wm. H. 
Brown, Engineer Maintenance of Way. 








Mr. Garrett on Mr. Vanderbilt and the Causes 
of the Railroad War. 


The following statement of the history, management and 
motives of the war of the railroad trunk lines has been made 
and given to the public by President John W. Garrett, of 
the Baltimore & Ohio Railroad: 


On Aug. 10 last the New York Tribune published, under 
the head of ‘‘ Railroad Interests—Mr. Vanderbilt on Rates 
—He Speaks his Mind Freely—The Position of the Central 
—Matters that Must be Settled Before the War can End”—a 
series of statements made by President Wm. H. Vanderbilt, 

.in which was contained a most 1 ome -eued and unjust attack 
= the Baltimore & Ohio Rai Company. On the 12th 
of August President Garrett stated, in 


to this publication and, as several days had elapsed without 
any correction having been e, he assumed that Pres- 
ident Vanderbilt accepted the responsibility of having made 
the statements; that those in reference to the Baltimore 
& Obio Company were absolutely contra to fact, 
and that in view of the importance of the sub- 
ject, he would, after obtaining the necessary statistics, 
present the case eo press in a manner which would 
cause the public to nd the history of the course of 
the New York Central Company. The developments since 
that period of the policy and “ methods” of the New York 
Central & Hudson River Railroad Company and of the 
roads controlled by President Vanderbilt have produced 
such grave and needles: losses to the railroad interests of the 
country, and such derangements of its business affairs, that 
the rec is absolute for the statements now sub- 
mitt-d. 

The last meeting of the presidents of the trunk lines was 
held at the office of Commissioner Fink, in New York, on 
June 16and 17, 1881, After some hesitancy and delay on 
the part of President Vanderbilt a resolution was finally 
unanimously poet ney that the three gentlemen smeins 
the Board of Arb on up to the Ist of June, 1881, be 
elected for the ensuing year.” And further, to meet the 
views presented in regard to that board by President Van- 
derbilt, it was ‘‘ resolved, that when a decision 
submitted to the Boardof Arbitration is unanimous the same 
shall be final, but when not unanimous the question shall be 
referred to the presidents, with a statement of the differenves 
of opinion, and the Chairman shall call a 
lents as early as practicable thereafter 
same, 


oe PRESIDENT VANDERBILT'S COMPLAINTS, 
question of east-bound bus- 


of the ties, and also between the | ried the 


a — publisned 
by the Associated Press, that his attention been called | 4 


meeting of the The 
to consider the 


of both of which companies yy 
was , 
‘stolen by competing _ indicated © the 
central in connection with which the “rob! ” of his 
business bad been committed by cut rates and violations of 
the trunk-line agreements. The President of the Baltimore 
& Ohio 7 Sale spe Commissioner Fink for the 
statistics ea . It was 


of business from Chicago 
then shown that phe Bavamors & Obie Cheapenty Bed lost near- 


Earte nd fond Erie companies had gained about the dif- 
ference lost by the Baltimore & Ohio Compaay, and that the 
Lake Shore and New York Central companies were largely 
short of their agreed percentage of the Chi business. 
President Garrett then asked the Commissioner f state by 


to which it was claimed the Lake Sbore was 
entitled. resident Garrett then called the attention 
the fact, quoting only the same 
y President Vanderbilt, that the 
“robber” of President Vanderbilt, of the Lake Shore and 
New York Central roads, was President Vanderbilt, of the 
Michigan Central road. When these statistics were pro- 
duced, President Vanderbilt expressed entire ignorance and 
astonishment at the development of this fact. The Balti- 
more & Ohio Company, through ‘its honest efforts to main- 
tain rates, lost a large portion of its business at Chicago. As 
charges had been ee ously made of an undue increase of 
the grain trade of Baltimore, without the slightest personal 
unkindness, but simply in order to present facts, President 
Garrett called the attention of the meeting to the point that 
in the summer of 1879 President Vanderbilt had permitted 
another company (the Canada Southern, of which he was 
President) to carry grain from Toledo by the most circuitous 
route, and via burg and the N ern Central to 
Baltimore at 4 cents per hundred pounds, making thereby a 
heavy loss—the actual cost of transportation being much 
greater—and thus also g grain to the port of Balti- 
more, about the growth of the trade of which dent Van- 
derbilt had so frequently publicly professed his anxiety and 
alarm. President Garrett also called the attention of the 
meeting to the fact that when time contracts had been 
made, contrary tothe agreements of the truxk lines, the 
New York Central road had frequently carried an immense 

uantity of grain at 10 cents per teandrect from Chicago to 

ew York, when, in consequence of the quantity bein 
much — than could be handled by the New York Centra 
and other lines that bad made such contracts, the Baltimore 
& Ohio Company received, upon shipments so large as to 
occupy its entire equipment, cents a hundred from Chi- 
cago to Baltimore. 


THE NEGOTIATIONS BEFORE THE WAR. 


Notwithstanding these undisputed statements of facts, 
when a — was presented at that meeting, recommended 
by the Trunk Line Executive Committee, for dividing the 
east-bound traffic of the five trunk lines (which included the 
Grand Trunk of Canada), with an amendment to the plan 
of the committee to meet as far as possible the views of the 
New York Central Company for a contract for a fixed 
period, so that the article as amended would be, namely, 
“that this ~ bag be enforced for three years, com- 
mencing April 1, 1881; but if any changes take place mean- 
while in the relations, extensions, connections or conditions 
of banal prope to this agreement, which should be justly con- 
sidered as influencing their relative amounts of traffic, then 
the parties desiring a change may call.for a readjustment 
upon thirty days’ notice preceding the close of the first year, 
and thereafter upon thirty days’ notice precedin 
the close of each succeeding F yo] during the existence 
of the contract, and if not had or conceded, the question 
shall be submitted to arbitration within prot bhace there- 
after, but that no claim be considered that it d merely 
upon the amount of tonnage ed or transferred by 
any of the roads during the operation hereof”—the Balti- 
more & Ohio, New York, Lake Erie & Western and Penn- 
sylvania Railroad companies voted in favor and the New 
York Central voted against the amendment, and ithe motion 
was lost, as unanimity was red. The New York Cen- 
tral offered the following: ‘* That the percentages due to 
each company be determined upon the quantity of like 
freight carried by each of the trunk lines during the calendar 
year 1880, except as to the Grand Trunk Railway, which 
company, not having had its own connection from Chicago 
east during the whole of that year, may refer to the Board 
of Arbitration as to what percentage it shall be awarded on 
that account; and case any increased percentage is 
allotted to said Grand Trunk Railway, the arbitrators shall 
decide how much shall be taken from any of the trunk lines 
to make the same good.” This substitute was unanimously 
adopted. The New York Central propused “ that all that 
part of article 12 following the words ‘April 1, 
1881,’ be stricken out,so that article 12 would read 
‘that this ment be in force for three years, com- 
men April 1, 1881.’” The Baltimore & Ohio, Erie and 
Pennsylvania companies voted “no,” and the New York 
Central voted ‘‘aye.” The amendment was declared lost. 
President Jewett then offered the following amendment to 
article 12: “That this agreement be in force for three years, 
poumpy 7 3 April 1, 1881. But, provided that if in conse- 

uence of the building of new lines, or forming new connec- 
tions or conditions, the traffic of either of the parties hereto 
is thereby increased or diminished, the subject-matter of a 
proper division of such increase or decrease shall be left for 
future adjustment and ment, and if the parties cannot 
agree, then to be referred to the Board of Ar itration; but 
no claim shall be considered that is based merely upon the 
amount of tonnage forwarded or transferred by avy of the 
roads during the operation of this contract.” e Baltimore 
& Ohio, Ene and Pennsylvania Railroad companies voted 
in favor of the amendment; the New York Central voted 
against it. The amendment was declared lost. A vote was 
then tak2n upon ths report of the Truak-Line Executive 
mmittee as a whole. including the foregoing amendments. 
Tue Baltimora & Osio, Ecio and Pennsylvania railroads 


voted “‘aye;” the New York Central voted “r».” The 
motion was declared lost. 
The following resolution was then offared: “ Resolved, 


Whereas, the presijents, failing to adopt the report of the 
Executive Committze, providing for the podling of east- 
bound traffic, and, whereas, saveral amendments thereto 
were offered, soi: of which pct uae grr and some rejected, 
therefore upon motion it was that the said report, 
with all of said amendments, be referred to the Board of 
Arbitration with the request that they, in connection with 
Soalter shaven, ash-cteart ts tm gretiiei & jase ter bot 
ents a plan for pool- 

with sach other ¢pesubnenGations touchio. 
may seem just and r.” The Balti- 
vania ruilroads voted “aye.” 
voted “no.” The Chairman 
uire an unanimous 
Reger eae in it 

t do these 

tral ud- 





that the | tral road, not a 


bitrators composed of Charles Francis Adams, Jr.. David A. 
Wells and John A. Wrige and when their decision was 
only to be regarded as if made by their unanimous 
vote. Itis proper, in view of the thoroughly unsupported 
attack made on the Baltimore & Ohio Company hy Presi- 
dent V: to state that during the procracted meet- 
ingsof June 16 and 17, poberitnatanding, the distinct state- 
ments made by the President of the imore & Ohio Com- 
pany of the ‘‘methods” aad action of the New York Cen- 

single charge was made against the Balti- 
timore & Ohio of bad faith or failure to meet the require- 
ments of contracts. On the contrary, there was no 
dissent to the specific statements of the thorough integ- 
rity of the action of the Baltimore & Ohio company in re- 
gard to all sub; presented at their meetings for the con- 
sideration of the presidents of the trunk lines. Before re- 


. plying particularly to the statements made by President 


anderbilt, it is proper to say that President Vanderbilt 
himself could not have been surprised at the general com- 
ment which was unquestionably excited upon the part of 
parties well informed about railroad management, over the 
claim that the New York Central Company was a railroad 
company of exceptional virtue, and with a well-founded 

rievance, It.is admitted that President Vanderbilt, of the 

ew York Centraké& Hudson River Railroad, of the Harlem 
Railroad, of the Like Shore Raiiroad, of the Michigan Cen- 
tral and of the Southern railroads, wields great 
powers for good or evil. But do his powers for evil exceed 
those of the President of the New York, Lake Erie & West- 
ern Railroad Company, of the President of the Pennsylvania 
Railread Company, or of the President of the Baltimore & 
Ohio Railroad Company? If governed by caprice, by 
prejudice, by a sense of irresponsible power, or by erroneous 
theories, the managers of either one of the great trunk lines 
should determine to break down rates one-half, as was done 
by President Vanderbilt, will that officer say that the power 
for evil of those colleagues, or either of them, is not equal to 
his ? 

RESPONSIBILITY FOR THE WAR. 

The history of this meeting of the presidents of the trunk 
lines shows that there was predetermination on the part of 
President Vanderbilt to accede to no terms except those 
dictated by his supreme will, and therefore the record which 
has been traced of that trunk-line meeting places the re- 
sponsibilities for the evils which are prostrating many of 
his Western and other Western connections upon President 
Vanderbilt: and if results show that the profits of the Micbi- 
gan Central and the Canada Southern should not make satis- 
factory dividends, if the net earnings of the Lake Shore 
should be unsatisfactorily reduced, can the verdict of those 
who may be dissatisfied with these results, and who are in- 
terested in those roads, be otber than that they are the 
necessary fruits which have followed the policy so dis- 
tinctly adopted by President Vanderbilt—a policy that he 
alone shall dictate and govern; that his company wust 
be the supreme and final arbiter of subjects that affect 
not merely the trunk lines of railway but the interests 
of cities, of states, and of the whole country. In order to 
do no injustice to President Vanderbilt, and te meet dis- 
tinctly each point presented by him against the Baltimore & 
Ohio Company, he is quoted as follows: ‘ Before we are 
through there will be a great many things to be settled. 
Take the Baltimore & Ohio, for instance, which was 
allowed 8 per cent. of the New York business. That road 
cut on every bundred pounds of freight it carried in order to 
get even that 8 per cent. of the business. What right has 
the Baltimore & Ohio to any New York business atall? It 
is not a New York road, and is not entitled to any of the 
business. The roads to Baltimore and to Philadelphia have 


£ | built up those ports at the expense of this city. It is ahout 
time that an end was put to it. They have been 
allowed differential rates to those cities. If they can 


cut rates to New York they have no need of the 
differentials. I do not say these will be abolished; 
I do not know, and I have no propositions to make to 
anybedy. But a good many serious questions have 
got to be settled, and I guess the present is just as good a 
time as any.” President Vanderbilt says: ‘‘ Take the Balti- 
more & Ohio, for instance, which was allowed 8 per cent. of 
the New York business. That road cut on every hundred 
pounds of freight it carried in order to get even that 8 per 
cent. of the business.” At the presidents’ meeting, when 
President Garrett called attention to the waste, by the large 
rebates being paid by competing lines in New York business, 
he also called attention to the striking fact that the Balti- 
more & Ohio Company had not paid rebates ona single 
pound of freight during this protracted period of heavy cut- 
ting. but that it got more than its 8!¢ per cent.—the agreed 
portion—at pool rates, thus proving that the Baltimore & 
Ohio was a much more advantageous line for many points, 
and was entitled, as it always believed, toa much greater 
percentage than it bad received, provided it would offer the 
same redactions that its competitors were known to give. 


THE BALTIMORE & OHIO’S INNOCENCE. 


The General Freight Agent of tbe Baltimore & Ohio Com- 
pany addressed President Vanderbilt on Auz. 10 a com- 
munication in which he said on this point: ** At the presi- 
dents’ meeting, which was held on the 16th of June, I was 
asked by President Garrett in your presence if the Baltimore 
& Ohio Railroad Company was not maintaising rates on 
west-bcun( traffic from New York. IL replied that the Bal- 
timore & Ohio Railroad had maintained rates upon west- 
bound traffic from New York since December, 1878. When 
I made the statement to yourself and President Garrett that 
the Baltimore & Onio Railroad had maintained rates from 
New York since December, 1878, I stated what I knew and 
can prove to be true. I do most earnestly protest against 
being classed by you with the professional liars 
who have so long disgraced tye traffic transactions of 
the country.” Thus, instead of the Baltimore & Ohio 
road “‘cutting on every 100 lbs. in order to get even 
that 8 per cent. of the business,” it is shown that, hampered 
and restricted as it has been, with other companies paying 
large rebates, the merchants of New York, and the mer- 
chants of th» South and Southwest and the West, find it 
their interest to uss this route for the benefit of their trade, 
and of the commerce of New York and the commerce of the 
country. The managers of the Baltimore & Ohio pag 
balieve that if the direct and valuable facilities of the Balti- 
more & Ohio road (more direct and more valuable, in many 
cases, for the regions it penetrates than any other line) could 
be fairly and properly used by the merchants of New York, 
instead of 84¢ per cant., 25 per cent. of the business of New 
York would be comman by sist route. What follows ? 
President Vanderbilt says: ‘‘ What right has the Baltimore 
& Ohioto any New York business atall ? It isnota New York 
road, and is not entitled to ony of the business. roads 
to Baltimore and to Philadelphia have built up om yom 
at the expense of this city. It is about time that an was 

t to it.” What right to any New York business! Not a 
Rew York road! Onthe same theory what right has the 
New York Central road toany Boston business? The New 
York Central in the same sense is not a Boston road. The 
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it uses the Boston & Albany rcad for 201 miles to reach 
Boston, 


NEW YORK’S GROWTH NOT CHECKED. 


Can it be why the New York Central road is 
entitled to do business and the Baltimore & Ohio 
road has no right to do New York business? Further, while 
the Baltimore & Ohio road reaches directly, through its own 


_ many its, great yt ae and centres of trade in 
the fe the New York Central does not reach by 
its own shall any one question the right of the New 
York Central road to do business at Pittsburgh or Colum 
bus, at Cincinnati or Louisville or St. Louis, or any of the 
numerous points which the New York Central road does not 
even ess to reach by New Central lines? 
“But the roads to Baltimore and to Philadelphia,” says 
President Vanderbilt, “‘ have built up those ports at the ex- 
— of this city.” How true is this statement? Look at 
be marvelous opulence and progress of the metropolis of 
the New World—New York! But is it to be the only city | 
in the United States that is to prosper and progress? Are | 
the states and cities of the South and the Southwest and the | 
West to — upon one city—the great city of Manhattan | 
Island ? ! for the prosperity of New York, if such 
views as those presented by President Vanderbilt were to 
govern the sagacious merchants and citizens of that metrop- 
olis. Baltimore has age aud Philadelphia has grown. 
The Baltimore & Ohio road, from its origin in 1828 
to this hour, has given to Baltimore a loyal and 
faithful support in doing what is judicious and best 
for the regions netrated its constantly ex- 
panding lines, thus alike serving that city and those territo- 
ries, And that road and the city of Baltimore, without 
jealousy and without envy, have likewise aided the growth 
of New York; and reciprocally, all our great cities in our | 
vast, seer seem and growing country will be needed as en- | 
trepots of commerce and each will thus continue to prosper. 
‘“*It is about time,” President Vanderbilt pronounces, “that 
an end was put to it.” Anend to what? ‘To building up| 
Baltimore and Philadelphia at the expense of this city.” At 
no distant period President Vanderbilt will learn that hon- 
orable and open and wise competition between railways will | 
build up New York and Philadelphia and Baltimore and 
other cities and centres of business, and build up and advance 
the interests and prosperity of our common country. 


RATES AND DISTANCES. 


He adds: ‘Those cities have been allowed differential 
rates,” probably meaning also that ‘‘it is about time that | 
an end was put to” these differential rates. Even at the | 
command of the mightiest, water will not run up hill. The | 
laws of trade enforce their power. Geography will not | 
vary its distances to meet the command of even the most | 
powerful. Does President Vanderbilt mean the consumer, | 
the producer and the merchant of Cincinnati, and of the | 

ion which it represents, shall pay for the transportation | 
of its imports and exports for 578 miles from Cincinnati to 














Baltimore as much as from Cincinnati to New York by the | 
New York Central road for 867 miles, and does he mean | 


that the whole South and Southwest, the West and the 


Northwest be reauired to ignore distances of hundreds of miles Central should not be built,for he says the New York Central 


“We 
are doing a great deal of work and are getting our money.” 
‘*The Central can hold its own in both freight and passenger 
business for a little while any way. I am perfectly satisfied, 
and when people get tired of this thing they can come to me. 
I have no propositions to offer.” What is the effect of this 
statement? It means though other lines may fail to make 
money, that even at low prices, such are the vast aggregates 
of local and other trade at the command of the New York 
Central, that the line will be prosperous amid the disasters 
of other companies. Thus he practically indorses the wis- 
dom and foresight of the capitalists who have determined to 
= a parallel line from New York to Buffalo and the 
est. 

Surely President Vanderbilt has so deluded himself as to 
believe that his efforts to prevent the constructicn of a rival 
line to the New York Central road are in the interests of the 
people of the state of New York or the merchants of New 
York city. What New York wants is a line parallel to the 
| New York Central; what the country wants isa parallel 
road to the New York Central. If any line has grown 
through the power it possesses by passing through a series of 
great cities from New York to the North, and from Albany 
to Buffalo; if any line has gained such strength that it can 


in their favor by lines that can be worked as cheaply per ton per | 
mile as the 
wild and reckless démands of those who have not properly | 
considered the —— and the interests involved? It is | 
not the Baltimore & Ohio, or the Pennsylvania, or the New 
York, Lake Erie & Western, or the New York Central Rail- | 
road Company, but it is the interests of the vast populations | 
connected with these lines and the sources of the commerce 
of the country that are entitled to and will have the cost of 
transportation adjusted in proper relation to distances. If 
this cannot be attained, because of unwise management of 
those who represent the stockholders in these organizations | 
with such vast capital, then the people in their majesty will 
determine that they will exercise their power to overcome 
the follies of forse | managers who attempt to throw aside 
the laws that should govern in fixing the charge for trans- 
rtation in proper relation to distance, and thus maintain 
he rights of great territories and of the fifty millions of 
le whose interests are involved. The Baltimore & Obio 
as the advantages of distance to Baltimore, as compared 
with the New York Central to New York, namely: 
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And from all points south of Baltimore, viz., the distance | 
from BaJtimore to New York 185 


It also has proven, for a series of years, that its expenses 
of operating show it to be the cheapest 
lines, and to quote from evidence given before the S 
Assembly Committee on Railroads of New York in 1879, on 
behalf of the New York trunk lines: ‘‘It is the cheapest 
road of the trunk lines to operate, from the fact that it runs | 
a —_ Bdge of its distance through most valuable coal 
fields. hile the New York Central is paying $3 or $4 or 
$5 a ton for its coal, the Baltimore & Ohio can bring it right 
out of the pit and a it intothe car of the engine ata 
cost bly of 80 to 90 centsa ton. The advantage it has 
in point of fuel far overbalances any advantage the New 
York Central may have in grades.” 

TLe entire statements and arguments of President Vander- 
bilt and President Jewett and the officers of the New York 
Central and New York, Lake Erie & Western roads before 
the Special Assembly Committee on Railroads of the state 
of New York, conclusively show the thorough absurdity 
and wrong of attempting to ignore the important differ- 


ew York Central road to accommodate the | road ‘is perfectly satisfied” with things as they are. 


road of the trunk | 
cial | 


pescis freight to and from the West at a rate which 
would disregard the excess of cost of transportation from 
Philadelphia and Baltimore to and from foreign ports would 
give to New York merchants such advantages as would 
destroy the commerce of those cities. Their roads could not 
submit to this, nor would those cities permit them to, until 
they had been exhausted in the struggle to maintain a fair 
equilibrium. The New York roads have put this city on an 
equality with the most favored rival. To this position the 
are thoroughly committed, and they will stand by it under alt 
circumstances; the rest remains with its merchants. So long 
as their opportunities are as favorable as those of any other 
port they can compete successfully with all comers. They 
do not need nor ought they toask their rival roads to precipi- 
tate war of extermination on behalf of a principle which is 
opposed to all established rules of trade. Such a contest 
would permanently injure the roads, derange all business 
during its continuance, and result in no good in the end. 
“Respectfully yours 
**Wa. H. VANDERBILT, President.” 
NEW TRUNK LINES. 

Desiring to do the fullest justice to President Vanderbilt, 
and as a matter of logical inference, it is impossible that 
mere want of knowledge, mere ignorance of the rights 
aan 5 sage and duties involved in these great questions, could 
possibly govern him in representing the great interests 
which have appointed him their presiding officer. The only 
grave reason for this protracted irregularity in railway 
management is of another and more serious character. 
President Vanderbilt gives asa specific reason for his course 
—while really there has been, as he accurately states, ‘‘ no 
war of rates; that he knowsof no war and that he is 
fighting nobody ”—that he wishes to make railway prop- 
erty so unprofitable that the building of lines parallel to his 
will be stopped through the inability of parties connected 
with them to raise the money for their construction. Very 
clearly did the presidents of the trunk lines see, at the 
pe the proceedings of which have been presented, 
that President Vanderbilt is seriously alarmed at 
some very important changes that are taking place 
in the railway interests and connections of the country. He 
is gravely alarmed to find that New England, which was 
formerly oy He to bis control in rates, through the connec- 
tions of the New York Central road, is being opened for the 
competition of the Pennsylvania and the New York, Lake 
Erie & Western and the Baltimore & Ohio roads. He sees, 
too, that his imperial sway over the cities and the regions 
upon his lines through the state of New York is about being 
affected by the construction of rival lines. But is President 
Vanderbilt philosophical; is he wise, and does he display 
such foresight as should distinguish a manager of such ex- 
tended interests in adopting this obstructive policy—this 
policy designed to be destructive of railway interests in 
order to prevent that competition which capital and the in- 
terests connected with vast populations have decided 
to establish? He may break down the weaker roads of 
| his own system; he may injure the earnings of some of the 
great properties intrusted to his management in such a man- 
| ner as to stop their dividends, but his own stateme>t shows 
| that there is no reason that parallel lines to the New York 





9 | step forward and through its President say, I will strike the 


rights of the railway interests and of the people of this 
come by reducing the rates of transportation to such un- 
ge le figures that rival lines will be prevented from being 
uilt, then it has reached a position when the whole interests 
of the country will be benefited, and all will be gratified 
to see a parallel line which will divide that vast business, 
| and bring the New York Central road within the ordinar 
conditions of railways that should serve the country at mest i 
erate and reasonable prices, and prevent it from exercising 
such power as can destroy the railway rates of the country, 
thus affecting properties which should have regular, reason- 
able and properly remunerative rates alike for the interests 
of the producer, the consumer and the } roprietors of the 
properties, When this policy was presented to President 
Garrett be objected to it as unwise and disastrous, and as 
calculated not only to lead to temporary but to great per- 
manent evils. It would arouse the whole country to feel 
that competition must be encouraged so as to prevent the 
abuse by a few controlling parties of interests too immense 
to be needlessly and injudiciously jeopardized. President 
Vanderbilt’s colleagues, representing other trunk lines, per- 





ences of distance in favor of Baltimore and Philadelphia in 
fixing the rates for transportation to the respective cities | 
without regard to the important and controlling differences | 
of distance and consequent costs of transportation. Perbaps | 
President Vanderbilt may not be prepared to accept the | 
plain truths which have been stated, and therefore it is | 
proper to refresh his recollection and to call the attention of 
all who are interested to his statement upon this subject of 
differential rates to cities. President Vanderbilt is quoted 
from his undoubtedly well-considered and deliberate letter 
to the Chamber of Commerce of New York of April 18, 
; : 
**GRAND CENTRAL Depot, NEw YorRK, April 18, 1878. 
George Wilson, Esq., Secretary Chamber of Commerce. 
“ DeaRSir: Iam in receipt of the resolutions of the Cham- 
ber of adopted on the 4th of April. ere is a | 
grave error in the assumed facts upon which the resolutions | 
are based. 


. 





“The New York Central & Hudson River Railroad Com-_ 
pany has not entered into any combination to discriminate | 
Dgaines New York or its merchants in freight charges in | 
favor of any other port. On the contrary, this company has 
endeavored for years past to do away with the differences 
which have herdbofore existed, aye concert with the Erie 
succeeded, after a long and desperate struggle, in 

discriminations. is re- 
upon an equal footing, 
and gave to the same ad =. were enjoyed by 
the merchants of any rival city. ly no more could 
be reasonably asked. To require the New York roads to 
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fectly understand his embarrassment, bis anxieties, and his 
difficuities, but certainly they cannot sympathize or co-oper- 
ate with him in his extraordinary and destructive modes for 
relief. Does President Vanderbilt’s action even temporarily 
benefit the trade of New York? Heretofore the so-styled 
wars of rates have always proved injurious to the com- 
merce of New York. When the Pennsylvania and Baltimore 
& Ohio roads have been required to take very low rates for 
the transportation of grain, the result has been, with singular 
uniformity, that the business of the New York & Erie Canal 
has been seriously diminished, and that transfers of enor- 
mous shipments of grain to Baltimore and Philadelphia have 
taken place, so that the aggregate receipts of New York 
have been thus seriously damaged and great gains have been 
made by the ports of Baltimore and Philadelphia. It will 
be well for those interested to examine, in these wars of 
rates, whether the New York canals and the trade of New 
York have been benefited by the policy of President Vander- 
bilt under consideration. 
LOSSES BY THE LOW RATES, 

The injudiciousness of this breaking down of rates to an 
unremunerative standard is shown very distinctly by the 
statistics in regard to the tonnage and revenue from through 
traffic over the four trunk lines during the months of J > 
and August, compared with the corresponding months of 
last year, namely: 
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The Baltimore & Ohio een go! 
ened its lines by double and triple tracks, with steel rails 
and by increased plant and improved connections, and is 
constantly augmenting its usefulness and service to the 
regions with which it is connected. It passes through terri- 
tories full of mineral, manufacturing, agricultural and com- 
mercial resources, so that even in this period of needlessly 
and recklessly low through rates it maintains and increases 
its traffic. Itis also adding to its equipment and effecting 
satisfactory results. Its great plant is not only occupied but 
it is literally without an idle wheel upon all its extended 
lines. With cities and territories allied to it since its foun- 
dation and during its progress, and identified with interests 
which in times of difficulty loaned their credit and resources 
in aid of its constructivn,it is not to be supposed thatit willsur- 
render their rights. S»rely President Vanderbilt is mistaken 
if he includes, as he apparently did, the Baltimore & Ohio 
Company when hesaid: ‘* When people get tired of this thing 
they can come to me; I have no propositions to offer.” The 
Baltimore & Ohio Company bas common sense, justice, ex- 
perience and the interests of the peoples whom it represents 
as the basis of its policy. {[t has also the interests of its 
shareholders to protect. President Vanderbilt will find that 
he must yield, not to the presidents of the trunk lines, but 
to principles of common sense and common justice, and thus 
aid in restoring the reasonable prosperity of the railways of 
the country connected with through business. especially of 
the West, and cease to think that assertions about the in- 
terests of New York based upon empty delusions will con- 
trol interests of such magnitude and importance as those 
embraced by the trunk lines of the United States and their 
connections. 

CONCLUSIONS. 

President Garrett trusts that the demonstration is perfect 
that it is injudicious to attempt to prevent other railways 
from being built either parallel to or competing with the 
New York Central system, by reducing the rates for through 
transportation to unremun2rative standards; that it is clearly 
against the interests of the city and state of New York and 
of the country to resort to such illegitimate means for the 
purpose of preventing increased accommodations to the im- 
mense populations and sections of country bordering upon 
the New York Central lines; that if the policy were reason- 
able or just or patriotic it must necessurily fail, because it is 
against the interests of New York to maintain a monopoly of 
transportation through regions where such immense and in- 
creasing traffic must be provided for, and when it is impos- 
sible that the growing populations and commerce of the 
country, and particularly of New England and of the city 
and state of New York, can fail to imperatively 
require the increase of competition and of accommo- 
dation. As has been repeatedly demonstrated, the 
Baltimore & Ohio and the Pennsylvania Railroad companies, 
in connection with their respective termini, can fully take 
care of their sections and of their interests; and as New 
York itself is deeply allied with the transportation of traffic 
by these soaeetel. organizations, the unsound position taken 
by President Vanderbilt, in saying, ‘‘ What need is there of 
a conference? There is nothing to confer about. The war 
in rates! I know of no war. I am fighting nobody,” is: 
apparent. He has shown thata railroad manager of his 
great wealth and power is a dangerous factor in damaging 
needlessly leading interests and industiies of the country, 
and that, too, when he knows he can agree to and re-establish 
proper rates; or, if he cannot agree, that witb the organization 
already effected, he can refer any difficulties of rates or the 
distribution of business to arbitrators of skill, experience and 
honor, and thus arrange at once to join the other railroad 
managers of the country in acting upon principles of air- 
ness, justice and good sense, in connection with all the great 
interests affected, by the establishment of judicious and suit- 
able railway tariffs, and thus withdraw from his isolated. 
position, which he must now surely perceive can be fruitful 
of no good, but only of harm. 


MR. VANDERBILT'S REPLY. 

To a reporter, who asked bim if he was willing to make 
any reply to Mr. Garrett’s charge, Mr. W. H. Vanderbilt 
said : 

‘‘T have no formal answer. What I have heretofore 
stated at different tunes covers my position and meets any- 
thing he may say. I have glanced over Mr. Garrett’s com- 
munication, but have not had time to read it carefully. I 
am a practical business man, and cannot devote myself ex- 
clusively to literary pursuits, His views are expressed with 
such volumes of words that it would hardly be possible for 
any one to have time sufficient to read them and also run a 
railroad. I think one cause of the failure of the presidents 
of the trunk lines to agree is the exhaustion produced by Mr. 
Garrett’s interminable talks at their meetings. There are no 
differences of opinion among us on this point at least. I 
gather the impression that most of the matters treated 
of by him are ancient bistory, and not »ccurately re- 
ported at that. If the New York Central has stood alone 
at the trunk line meetings, it has generally been upon ques- 
tions affecting not only its welfare but that of the state and 
the city of New York as well. Its efforts to protect or re- 
sist encroachments upon the commerce which rightfully be- 
longs to this port always encounter the hostility of roads 
whose interests are identical with the cities of their own 
states which are their natural termini. These lines, and 
especially the Baltimore & Ohio, seek by expensive counec- 
tions to reach territory naturally served by the New York 
Central and its connections, and then strike at it in two 
ways, by secretly cutting rates, first in diversions of traffic 
from New York to their own cities, and next by lower con- 
tracts to our own points and termini. When we discover this 
violation of good faith and make our rates conform to 
theirs, they naturally cry out that we are demor- 
alizing the business and ruining the properties. The 
reference to my letterof 1878 has nothing to do 
with the present controversy. Mr. Garrett’s world 
may stand still, but three years is a long period with the rest 
of us, and the conditions of that period are entirely changed 
now. I donot believe that there is a prominent railroad 
official in the country. suey Mr. Garrett, who will dispute 
the correctness of the New York Central’s ition. No mat- 
ter whether it is New York, New la: Philadelphia or 
Baltimore business, all we ask is that it shall be fairly ad- 

usted, and if the adjustment is not maintained, it be 
use the New York Central discovers, as it did prior to 
the present so-called war, that it was being cheated and 





© OcToBER 7, 1881] 





THE RAILROAD GAZETTE. 


581 





= 


4 





somebody had broken faith. We have cut no rates; we have 
met them. Whatever any other line was w to carry 
for, we were ready to follow on the same terms. If at the 
same rates a larger share of the business comes to us than is 
pleasant for our rivals, we cannot help it; only they cannot 
expect us to ig. ma to their efforts to establish an 
equilibrium by sticking a knife into one of our arteries. 

“It is not for the ea ag of crushing the construction of 
parallel lines that Ihave sought to maintain-the rights of 
the roads of which I am President. The fact, as I have 
stated before, that we have not cut rates, but simply fol- 
lowed the rates fixed by our rivals, not only refutes the 
charge, but fastens upon Mr. Garrett and his coadjutors the 
fault of discouraging these new schemes. But those enter- 
prises, — under the burden of speculative construction 
companies and piling up heavy indebtedness and enormous 
interest accounts in advance of any certainty as to the char- 
acter and remuneration of their traffic, could only get money 
at all in seam eager times as we have recently experi- 
enced. Parties willing to take their securities under present 
conditions would not be likely to be deterred either by rail- 
road wars or by bankruptcies. They are not the kind who 
iaquire beyond the prospectus and the promises of the enter- 
prising promoters. Mr. Garrett seems very much alarmed 
about the injury Iam inflicting upon my innocent stock- 
holders. Would it not be as well for him to wait until they 
szlect him as their champion, or make some complaint about 
the present management? Certainly, if they were dissatis- 
fied, I should be the first to hear of it, but, so.far, there has 
been general approval and encouragement.” 








National Association, General Passenger & Ticket 
Agents. 


The official report of the semi-annual meeting in St. Louis 
shows that the Convention was called to order at 11a. m., 
Sept. 20, President W. B. Shattuc in the chair. 

The roll was called and a quorum found to be present. 

The Executive Committee took favorable action on all 
credentials, presented to them, and reported to that effect 
through their Chairman, Mr. Thrall. 

Special credentials for this meeting were presented as fol- 
ows: 

By Mr. C. 8S. Childress representing J. G. Schriever; by 
Mr. F. D. Gildersleeve representing the Illinois Midland 
Ry., and by Mr. O, H. Briggs representing Wm. M. Durfee. 

A suspension of the rules was called for. No objections 
being offered, they were suspended for the purpose of intro- 
ducing the following: 

** Resolved, That the President of the Association appoini, 
a committee to report resolutions expressive of the senti- 
ments of the members, upon the death of the President of 
the United States.” 

Adopted unanimously. The Chair appointed as such com- 
mittee, Messrs, Charlton, Carpenter, Waldo, Atmore, David- 
son, Abbott, Wood, Cone, Lord and Taylor, and instructed 
them to report at their earliest convenience. No objection 
being offered, the rules being still suspended: 

On motion, duly_ seconded, Mr. W. H. Dixon was unani- 
mously elected an honorary member. 

Regular order of business was now resumed, which was 
the making of passenger rates. 

On motion, duly seconded, the making of passenger rates 
was oy with. ; 

The Chair announced the next business in order to be the 
ocating of next meeting. New York and Cincinnati were 
placed in nomination. New York was chosen. 

Two vacancies having occurred in the Executive Committee, 
by the retirement of Messrs. W. L. O’Brien and 8S. W. Cum- 
mings, no objections being offered, the Chair appointed 
Messrs. C. J. Wailer and W. 8. Baldwin, to fill said vacan- 
cies, 

The two vacancies in the General Committee, caused by 
the retirement of Messrs. Snow and Howard, were filled by 
the appointment of Messrs. J. C. Zimmer and T. P. Barry. 
re ? om being offered, their appointment stood con- 

med. 

The Committee of fifteen appointed at the jlast meeting 
submitted the following: 

To the National Association of General Passenger and 
Ticket Agents: 

Your committee appointed at the annual meeting ia New 
York ‘to report, at our next regular meeting, on a list of 
points to which coupon tickets shall be issued, covering the 
whole country, and also to recommend colors or tints to be 
used for coupon tickets,” beg leave to submit a report of 


its doings. 
1. A meeting was held in Chicago, on June 18, 1881, 
pursuant to call of chairman, of which the record 1s here- 


with submitted and marked Exhibit A. 

The committee desires to invite the attention of the As- 
sociation to the resolutions adopted at this meeting, believ- 
ing that they contain the gist of the whole matter, and 
enunciate truth that must accepted and acted upon in 
good faith, sooner or later, by the entire railway system of 
the countrv, and that the sooner they become the rule, the 
better for the railways and the more easily acquiesced in by 
the public; but the committee will not take the time of the 
Association by Me the concluding paragraph of 
the record already referred to, save by adding that the time 
has arrived when this Association should commend itself to 
the owners of the property of which its constituents are the 
representatives, so far as relates to the line of traffic in pas- 
senger travel, by demonstrating that it appreciates the logic 
of the aphorism, “a penny saved is as good as a penny 
earned,” and that the members of the Association are alive 
to their duty, to heed the admonition thereof, by adoptin, 
aud practicing measures that s' secure the greatest ood 
to the passenger service, utilizing the lessons of experience, 
and waiving all selfish consideration therein and thereby? 
These resolutions were as follows: 

‘* Whereas, The schedule of points in the United States 
and Canadas to which coupon tickets are used has already 
increased tv enormous dimensions, and as new routes and 
points are constantly and rapidly multiplying, it has become 
imperatively necessary to confine the coupon service within 
reasonable limits, in order to preserve its efficiency with 
anything like a fair degree of economy, if, indeed, such a 
course is not absolutely necessary to insure its successful 
handling in the near future. 

‘** Therefore, Resolved, That no coupon tickets shall here- 
after be sold, for business origivating in the United States 
and Canadas, to other than terminal and junction points in 
the United States and Canadas, and to important and local 
business centres, when they can be shown to be such, u 
satisfactory evidence as hereinafter provided for. And to 
prepare the list of its to which coupons can be i as 
resolution of the National Association 


contemplated by 

rating this committee, the of this committee is 
directed to prepare and send to all general ticket and pas- 
senger agents in the United States and Canadas a circular 
empodying this resolution, together with a request that they 
forward w him a list of points u their respective lines. 
made in the of the foregoing, a 
such s s as the Chairman of this committee 

deem it his duty to offer. business being an_ex- 
ceptiona! matter, is not included in this resolution, Upon! 


the com of these lists they will be embraced in the 
Committee's to the National Association at its next 
which time every member of the Association 
be expected to vote upon the sub; 
‘It is further Resolved, That district commictees shall be 
appointed from time to time, to be vided for by a revis- 
ion of by-laws, whose duty it be to determine what 
points shall be designated as coupon ticket points, in - 
ance with the provisions of the foregoing, and to which all 
= progeny from any road for additional coupon tickets, or 
of any new lines for an issue thereof, shall be referred; and 
whose decision in retation thereto shall govern ali the roads 
in the district embraced within the jurisdiction of the Com- 
mittée.”) 

Your Committee has labored faithfully to secure authentic 
information as to what points came within the rule set forth 
in the resolutions as. terminals, junctions or business cen- 
tres; that to this end circulars were issued as in Exhibit B, 
and sent with the fornts prepared by the Secretary, to all 
the coupon-ticket issuing or réceiving lines in the work 
and to those failing to notice the first circular, marked ‘‘C,” 
was sent, up to the last monient before going to press (which 
was delayed as long as possible), 170 lines had responded 
with lists. The Secretary, with such data as he could ob- 
tain, made lists for 86 more roads, which are included in the 
book entitled ‘‘ List of Coupon Ticket Points,” and marked 
Exhibit D, and made part of this report. It is in order, also, 
to remark that the originals of all the lists of points fur- 
nished for the Secretary’s guidancs are in the hands of the 
Secretary of the Association, to verify the fidelity of the 
Secretary of the Committee. 

The Committee further set forth, that the Secretary, Mr. 
A. E. Little, called on the leading printers and stationers in 
Chicago for bids for the work rendered necessary to prop- 
erly execute the functions of the Committee, that Messrs. 
J. M. W. Jones & Co.’s bid being the most favorable, was 
accepted and the work awarded to that firm. Their bill 
herewith amounting to $148.60 is deemed by the Committee 
as a thoroughly honest account, they having performed their 
work in a highly satisfactory manner. Again, the Secretary 
of the Committee deserves remuneration; it was found in- 
dispensable to have a Secretary, and an expert, thoroughly 
au fait in the ticket business; such a person was found in 
Mr. Little, who was retained, and adequate compensation 
promised. Mr. Little has not furnished the Committee with 
a bill for services, preferring as he expressed it, to have 
the Association decide whether his services were worth any- 
thing to it, and if so. to do unto him as we would be done 
by under like circumstances. The Committee submit 
that Mr. Little has served this Association well, and the 
result of his labors, whether the object for which they were 
directed becomes an accomplishment or not, can but be of 
incalculable value to the railway passenger service, as a 
reference, actuated by the motives of strictest economy 
rather than by the value of the service rendered. The 
Committee recommend that the Secretary of the Associa- 
tion add one hundred dollars to the other items of expense 
referred to, and that the whole amount, $248.60, be coliected 
of the constituents of the Association in the usual method of 
raising the revenue for the current expenses thereof. 

Regarding the matter of “colors or tints to be used for 
coupon tickets,” the discussion took a wide range, and a 
great diversity of views seemed to prevail, the whole matter 
relating thereto was referred by the Committee at the Chi- 
cago meeting aforesaid to a Sub-Committee consisting of 
five members of the Committee of Fifteen, for the purpose 
of getting as full and accurate information from the parties 
engaged in the tickct printing business, both East and West 
as could be obtained. That Committee has attended to the 
duties of its appointment, and its report is herewith sub- 
mi as part of the report.of this Committee, and marked 
Exhibit E.. [Recommend slate color with one, two or three 
narrow, vertical red stripes, according to class.] 

This covers all the ground within the province of the Com- 
mittee, but should the recommendations regarding points to 
which coupon tickets shall be issued be adopted, an amend- 
ment to the constitution of the Association will be necessary 
in order to provide for proper committees. 

For which purpose an amendment is offered, marked Ex- 
hibit F. [Article 7, add Section 2: 

“There shall be district committees located at important 
competitive centres, whose duties shall consist in deciding 
upon the issue of coupon tickets by the roads in their respect- 
ive districts. The number and location of such committees, 
and the details of their duties and terms of service, shall be 
determined from time to time by the Association, at any 
regular meeting.”] 

In conclusion, your Committee, while regarding the mat- 
ters embraced in this report as of vital and mumentous im- 
portance, would recommend careful and deliberate steps 
toward their consummation; all experience has demon- 
stratd that in an Association of this nature, unanimity is a 
sine qua non of success, and, therefore, it is respectfully 
recommended that the majority rule be dispenzed with in 
the adoption of this report, and unless entire harmony of 
sentiment requisite to the effective carrying out of the main 
features of the plan, we recommend tbat, under Sec. 14 of 
the by-laws, the further consideration thereof be made a 
special order for the next regular meeting of the Associa- 
tion, and kept pending from time to tim  mtil adopted with 
entire harmony, or indefinitely postponed by a three fourths 
vote of the Association. 

Gero. H. DANIELS, A. V. H. CARPENTER, 

Sec’y pro tem. Chairman. 

On motion, the aforesaid report was made the special 
order of business for 10 a. m. on the 21st. 

The Geueral Committee then reported as follows: 

‘*The General Committee, to whom was referred a com- 
munication from the Nationa] Commercial Travelers’ Asso- 
ciation, beg to report that a delegation from that Associa- 
tion are in waiting, and wish to have an audience with the 
Association. We respectfully recommend that it be 
granted.” 

On motion, it was decided that the Committee of the 
National Commercial Travelers’ Association shouid state 
their casein writing, and submit same to the Convention, 
and were so notified. 

The Chairman of the Committee on Baggage submitted the 
following report: 

To the National Association of General Passenger and 


Ticket Agents: 
GENTLEMEN : Your Committee. to whom was entrusted 
the duty of considering and reporting upon the subject of 


porting 
extra baggage, respectfully submit the following: 
First.—They believe that there exists in the carrier the 
undoubted right to restrict the and separate weight 
of all articles transported upon t passenger trains as 
baggage, whether as free or for bire. 

Second.—It is the. opinion of your Committee that the rate 
for extra fixed by resolution of the Nationa! A s)- 
ciation, at ten (10) per cent. of the first class unlimited rate, 
should be regarded as the minimum rate at which extra bag- 
gage will be carried, and that nothing therein should be 
construed to Wo cpeye lines in interest agreeing upon and 








pocernin extra as printed upon the national and 
shoot, be 80 as to read as follows : 

Personal or wearing apparel to the amount of 
150 lbs. with each ticket will be carried free ; excess over 
150 Ibs. to each ticket must be charged for at a rate not less 
than 10 per cent. of the first-class unlimited fare between 
the points to which the ticket is sold, provided, however, 
that in no case will this rate be construed to apply to ship- 
ments of more than 1,000 Ibs. of extra with one 
ticket, or two packages which exceed 300 Ibs. in weight. 

For excess in te weight or any weight of packages 
over these amounts, the charge shall not be than 15 per 
“*Belicy og “thet ye “og i bstantiall 

eving that the forego ions su y 
cover the subject intrusted to our Seudliccaninee our report 
is respectfully submitted. 


Committee. 

On motion the report was adopted. 

A short discussion followed, after which a motion was 
made to reconsider, which was carried by a vote of 25 to 9. 

On motion it was decided to consider the report by sec 
tions; after some discussion the first and second sections 
were ad é 

On motion the further consideration of the report was de- 
ferred until next session. 

On motion, Messrs. W. L. O’Brien, F. R. Myers, F. E. 
Snow and 8S. W. Cummings were elected honorary members 
¢ the Association, and the Secretary instructed to so notify 

em. 

By unanimous consent, Mr. F. Chandler addressed the 
Association in regard to arrangements which had been 
made looking to the entertainment of the members while in 
St. Louis. 

The Chair announced that the Committee on Resolutions 
in connection with the death of the President were ready to 
report, and requested the members to listen to the same, 


standing. 
The following is the report : 
** Resolved. In view of the calamity which has{fallen upon 


our country in the death of its Chief Magistrate, and the 
affliction brought upon his widow and children, we desire, 
in common with all the people of the United States and 
those of all nations throughout the wor.d, to humbly and 
reverently express our great sorrow for this mournful event 
in the history of the nation and our heartfelt sympathy and 
condolence for the family of the decea: dent. 

** Resolved, As a tribute of respect, that the Association 
now adjourn until 10 a. m. to-morrow.” 

Signed by the Committee. 

Cuarr : Gentlemen, you have heard the question. The 
Chair will instruct the Secretary to record it as the action 
of the Association without a vote. 

Adjourned. 

SECOND DAY. 

Association called to order at 10 a. m., Wednesday, 22d, 
the President in the Chair. 

The Chair announced the first business to be the consid- 
eration of the coupon question, as presented by Mr. Car- 

nter. 

Pe after some discussion, the first clause of the report was 
read and adopted. 

It was then moved to add section 2to Article 7 of the 
Constitution as recommended. Ado » 

The next matter brought to the attention of the Associa- 
tion was the question of colors or tints to be adopted, but in 
view of the fact that a sufficient number of samples of tick- 
ets had not been provided, it was moved: 

That the consideration of that part of the report be post- 

med to the next regular meeting, and that the Secretary 

urnish every member of the Association with a sample of 
the form of ticket recommended by the Committee. 
Adopted. 

CuarR: The question now reverts to the adoption of the 

report of the Committee. Adopted unanimously. 

he following communication was received from the Na- 
tional Commercial Travelers’ Association, and by unani- 
mous consent was read to the Association: 
To the National Association of General Passenger and 

Ticket Agents; 

GENTLEMEN : In the name of the National Association of 
Commercial Travelers of America, an organization repre- 
senting a membership of over 100,000 traveling salesmen, 
we respectfully petition you pod er members of our Asso- 
ciation such reductions in road fares as you can con- 
sistently do. When you consider the fact that you are deal- 
ing with an organization composed of over 100,000 men, 
who are on the road ost constantly, and representing 
every commercial interest in the country, who ship millions 
of tons of merchandise, etc., annually, our requests should 
receive some attention at your hands: and we pledge our- 
selves as an Association to keep sacred any concessions you 
mer see proper to grant us. 

hat we would respectfully request of you, is that each 
railroad company place on sale with all local ticket agents a 
special ticket for members of our Association, to travel 
between all way staticns at one and one-half (134) cents per 
mile. These tickets to be sold only to members of our Asso- 
ciation on prescuting their certificate of membership (with 
photograph and autograph attached)to said !ocal ticket agent, 
who will sell such member a ticket as requested, and when 
the conductor takes up such ticket let him require the holder 
thereof to identify himself as required by the local ticket 


mt. 
a will plainly see by such an arrav, tall moneys 
paid by members of our Association go into the t es 
of the railroad companies. 

In this request we herewith submit the hearty and urgent 
endorsement of the principal business men of our commer- 
cial cities. 

In order that we may explain our plan in detail, by which 

rantee of perfect protection fraud, 
lute honesty on the part of our membership 
in their dealings with you, we ny wee that you 
appoint a committee from your Conven to confer with 
us at the earliest practicable moment. 
(Signed) G. C. Wepster, JR., seaey m 


On motion the Chair appointed the following committee to 
confer with them: 
M Flanders, Baldwin, Kingsbury, Prouty, Allis and 


of report of the Com- 
mittee was next taken up with the following t: 
The third section was amended to read as follows: 
apparel to the amount of 
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with one ticket, or to packages which exceed 800 pounds in 
weight. For excess in aggregate weight over these amounts, 
shall not be less 

unli fare. 

It was moved that if the report as amended be adopted, 
it shall take effect on Nov. 1 next, and be included in dis- 
trict rate sheets. Carried. 

The Chair then put the question of the adoption of the 
report as amended, the yeas and nays having been called 
for. It was adopted by 38 yeas to 12 nays. 

The following general ticket agents were next elected 
honorary members of the Association, and the Secretary in- 
structed to so notify them : F. C. Hill and T. L. Kimball. 

It was moved to change the fall meeting of the Associa- 
tion from September to October. Carried. 

By Mr. Wilson, seconded by Mr. Wrenn: 

* Resolved, That to accommodate visitors to the Interna- 
tional Cotton Exposition and World’s Fair, to be held in 
Atlanta, Ga., opening Oct. 5, 1881, and continuing until 
Deceniber 81, excursion tickets may be placed on sale at all 
cou stations, to be sold at the rate of two cents per mile 
each way by the shortest practicable routes, sale of tickets 
to commence Oct. 1, 1881. Said tickets to be of the 

tion, iron-clad, non-transferable form, and to be so 
limited as to permit holder to spend not over five days in 
Atlanta,” 

After some discussion by Messrs. Ford, Wrenn, Wilson 
and Thrall, the resolution was adopted. 

The following resolution was adopted: 

‘Resolved, t eacb member of this Association have 
posted in conspicuous pce in all coupon offices the follow- 

ng notice, printed in large type: 

** Coupon tickets sold by this company will be governed 
by the local regulations of the lines over which they pass, so 
far as pertains to stopping privileges.’ ” ! 

= following resolutions were offered by Mr. Went- 
worth ; 

‘* Whereas, It has been repeatedly declared by the Associ- 
ation that in making passenger rates, the right to make such 
rates shall be accorded to the shortest all-rail route except 
when the local rates of a longer line make the rate, then such 
rate shall obtain, therefore 

*€ Resolved, That this Association reaffirms, as a cardinal 
principle, the above manner of making rates, and declares 
itself as against all and every form of differential rates that 
have obtained in favor of certain lines of the country.” 

Which was seconded. 

At this point the President called the Vice-President to 
the chair, 

A long and somewhat epee debate followed, largely 
on points of order and dilatory motions, at the close of 
which the resolutions were adopted with the following 
amendment, which had been offered by Mr. Shattuc and 
aay my by Mr. Wentworth: 

** And that we also condemn the policy thet is pursued by 
certain lines, making cheap rates between common points, 
thus injuring the railway revenue of the country.” 

The dent here took the chair. 

The Committee appointed to wait on the Commercial 
Travelers presented the following report: 

“Your commiittee to whom was referred the application 
for an ordinance from the Commercial Travelers’ Associa- 
tion, beg leave to report that they have been in continuous 
session since their appointment, and have exhausted their 
means of finding the representatives of the Commer- 
cial Travelers’ Association, for the pempens of hearing them 
on the subject of their request, and therefore request that 
oe be discharged from further service.” ; 

in motion, the committee was discharged and the Secre- 
tary instructed to return the letter to the writers thereof, 
with a copy of the committee’s report. 

The following resolutions were offered and carried unani- 


F 


ously : 

“ Resolved, Tnat a hearty vote of thanks be tendered to 
the local members of this Association by the visiting mem- 
bers thereof, for the very excellent manner in which the lat- 
ter have been entertained during the sessions of the conven- 


ion.” 

“ Resolved, That the thanks of this Association be ten- 
dered to the proprietors of the Southern Hotel for the excel- 
lent facilities afforded for the transaction of business.” 

On motion, the convention adjourned sine die. 








ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 
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Nashville, Chattanooga & St. Louis. 


This company worked, at the close of its last fiscal year, 
June 30, 1881, the following lines : 


Main Stem—Chattanooga, Tenn., to Hickman, Ky.... 
Shelbyville Branch 
II. 55 o « birniestg dhe yao ¥ ecvinp Od oe ome neni o> 000 sees 19 





Fayetteville Branch..................+ Bans. '2 800000 ermerernnwe 0 
A teh cdi a'o uk bast hd tin cihtces odsrad nhs ba op 48 
ren ta Tel dns Causaoun co c.cclon ce ods cece 6 nbas soe 30 
oo er a a er riererrcir eure 20 


Duck River Railroad (leased) fA Ary SVT eS ee tiie dete 35 


Total.... 


The Centreville Branch and the Duck River road were ac- 
quired about the beginning of the year. During the year the 
McMinnville Branch was extended 13 miles, to Caney Fork. 

The car equipment consists of 36 passenger, 14 baggage 
and 2 mail cars; 975 box, 52 stock and 438 flat cars; 1 pay, 
1 pile-driver, and 2 wrecking cars. 

The general account is as follows: 





cesidadretences Gnabasatses ne apeeiba ees cs paheba $6,670,331.20, 
SRS ase ene Std, Erect tes res caches Fen sees osndnete 8,147,000.00 
Bills, accounts and balances................ ......0. 850,205.30 
fe rats TEPC LTT Pete Teer 542,675.11 

SiN.» -alsnacnaniniaha Soaxoddahs times nk $16, 210,211.61 


NS pice ER alle tay hp pe ROR Cia $14,932,354.59 
Centreville Branch 123,074.61 





Duck Biver B. BR... occ ccc c cece 52,559.01 
Stocks and bonds. ..............00... 366,450.00 
Real estate 93,875.85 
Supplies 12,015.90 
Bills and account 111.286.02 


Cash 





.63 
-—— 16,210,211.61 
The bonded debt was reduced during the year by the pay- 
ment of $2,000 old unindorsed bonds and $500,000 second- 
mortgage bunds held by the United States. It was increased 
by $59,000 Duck River bonds, $78,000 McMinnville Branch 





bonds and $1,000,000 new second-mortgage bonds, a net in- | 


crease of $635,000. The report says: 

‘**The $59,000 Duck River Valley second-mortgage bonds 
were indorsed by this company and sold, and the proceeds 
applied toward reimbursing your company for the amount 
paid on account of the floating debt of that road, as pro- 
vided for in the contract of lease made on Oct. 2, 1879. 

‘* The $78,000 McMinnville Branch_first-mortgage bonds 


represent 13 miles of new road, from McMinnville to Caney | 


Fork River, and were sold for 95 cents on the dollar, net 
the proceeds being used to replace the amount advance 
in building this extension. 

** The $1,000,000 second-mortgage 6 per cent. bonds were 


issued under a resolution of the board, adopted March 4, | 


1881, for the purpose of improving the road-bed of the 
Northwestern Division, increasing the equipment of the road 
to the requirements of business, and building new shops at 
Nashville, These bonds were sold for $1,000,175, net to the 
company, and the work of improving the property is pro- 
gressing as rapidly as possible. 

‘*The following sums have been expended : 


Improvement N. W. Division...................... .. $195,797.70 
SIGE ANON 5 5 ced riic'e wah tceccet 0% 0.0060 ..es = 26,144.85 
New engines............ ai nis era ibaa Bae! 6-06. d ooo. 20,000,100 
Rs sna oto $4.pn cane ERGhbak FORTE SEAN * O40 tbo 00 6.2: 159,005.00 


EMER, pas 5.05205 da.shnesatcusipaaiites casa reese ess . 25,621.62 





| Te Te re, me eee ee .... $433,605.27 
‘The capital stock has been reduced by the cancellation 
of shares amounting to $168,568.75. This stock was ac- 
quired by purchase at various times, and was canceled in 
pursuance of a resolution adopted by the board of directors 
on Feb. 11, 1881.” 
The earnings for the year were as follows : 





1880-81. 1879-80. Inc. or Dee. P.c. 

Freight .... .. $1,618,924.14 $1504,088.02 I. $114,836.12 7.6 
Passage....... 562,944.95 530,387.03 I. 32,557.92 6.1 
Mails, etc..... 74,317.02 64,680.02 I. 9,637.00 14.8 
Total....... $2,256,186.11 $2,099,155.07 I. $157,031.04 7.5 
Expenses.. 1,378,174.87 1,184,747.62 I. 193,427.25 16.3 





Netearnings $878,011.24 


$914,407.45 D. $36,396.21 4.0 
Gross eatn’gs 


r mile.... 4,441.31 4,628.79 D. 187.48 4.1 
Net earnings 
per mile.... 1,728.37 2,016.34 D. 287.97 14.3 
Per cent. of 
expenses... 61.08 56.44 L 4.64 ..... 


The earnings for last year were on 508 miles of road, and 
for the previous year on 453 miles. The gross earnings of 
the Nashville, Chattanooga & St. Louis proper (348 miles) 
were $2,103,968.33, or $6,046 per mile; expenses, $1,265,- 
821.99, or 60.16 per cent.; net earnings, $838, 146.64, or 
$2,408 per mile. 

The traffic for the year was as follows: 





1880-81. 1879-80. Inc. or Dec. P. c 
“3 | Pass, train miles.......... 497,692 468,899 I. 28,793 .0 
we ” Freight train miles....... 1,144.827 1,019,555 I. 125,272 12.3 
& 0.176, 181 | Locomotive miles........ 2,151,673 1,923,134 I. 228,539 11.9 
; Pass. car miles........... a Side sacks. 4.v0.04% 640,68 Rae 
paeiink «eames Freight car miles......:..18,695,902 ......... ...ssseeses 
Sppnquoceess Passengers carried....... 279,152 212,277 I. 66,875 32.9 
se eennascncens Tons freight carried...... 1,220,509 ... 2.20.00 66. cence 
_ Per train mile: 
Gross earnings............ 128.0 cts. 135.5 cts. D. 7.5cts. 5.5 
g2 | Net earnings.............. 51.0 “ one“ DD &E.* 9.4 
Locomotive service cost 15.46 cents per mile. The gross 
‘ania earnings per train mile were 116.1 cents for passenger. and 
133.2 cents for freight trains: average, 128.0 cents. Some 
items of freight were 83,340 bales cotton, 6,537,916 bushels 
corp, 954,006 bushels wheat and 12,998,170 bushels coal 
and coke. 
The results of the year on all the lines were as follows: 
Net ae. Interest. Profit or Loss. 
N.,C. & St. L., proper. $838,146. $475,815.72 P. $362,330.92 
Lebanon Branch...... 30,412.31 19,596.39 P. 10,815.92 
McMinnville Branch.. " Bi 10,331.86 L. 8,543.49 
Fayetteville Branch... 6,288 .06 10,640.67 L. 4,352.61 
Duck River R. R...... 6,333.77 17,130 00 L. 10,796.23 
Centreville Br., loss... . 4,957.91 8,000.00 L. 12,957.91 
| aga $878,011.24 $541,514.64 P. $336,496.60 
Balance of previous year... ........ccceeeeceeec ec seeees 206,178.51 
Balance from income, June 30, 1881............ $542,675.11 
Since the close of the year a dividend of 3 B aoc cent. has 
oa declared. The net result was equal to 5.4 per cent. on 
e stock. 
There were putin the track durin ee your 81.17 miles 
76 | steel rails, 51.75 miles iron rails and 289.61 new ties. There 


built and 19.50 miles of road 


Four new houses and a number of 
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smaller buildings were gt Bridge renewals iticluded 
601 ft. new iron bridges, ft. new combination bridges 
and 15,519 ft. new trestle work. 

Ten old engines were sold go ear, eight of which 
had not been in service since 1865. Four new ten-wheel 
engines were bought and eight more contracted for. There 
were bought 6 passenger, 100 box, 50 flat and 50 coal cars; 
built in the shops, 42 box, 1 stock, 23 flat and 15 coal cars. 

| President Porter’s report says: ‘‘ Your President has 
| labored assiduously for several months past to interest capi- 
| talists in the extension of the Lebanon Branch to the Virginia 
|lme. Tbe importance of this road cannot be overestimated. 
| It would penetrate immense ¢forests of valuable timber, 
| illimitable fields of coal and marble, and would open to the 


. | markets of the world valuable deposits of iron, and agricul- 


| tural districts of rare fertility. Its construction would con- 
tribute largely to the material growth and wealth of the 
entire country, and promote the prosperity of the system of 
| railways concentrating at Nashville. It is not propcsed to 
| ask for action on your part at present, but the enterprise, it 
| is hoped, will in the near future be so far developed as to 
| demand recognition and assistance from you. 
| “To entourage travel, your management reduced the 
local rate from 5 to 4 cents per mile, from July 1, 1880, still 
requiring persons not purchasing tickets to pay five cents; 
| and it is gratifying to state that the gross passenger receipts 
| show an increase-even at the redaced: rates. x 
‘* A further reduction of the rate to 8 cents per mile is 
| recommended. It is believed that this reduction will pro- 
| mote travel and increase the revenue of your company. 
% x 
“The old contract with the Memphis & Charleston Rail- 
| road Company was abrogated by consent on Oct. 1, 1880, 
and a new agreement made for eight years from that date, 
| by which that company agrees to pay an annual rental of 
| $60,000 for use of track by their trains between Steven- 
son and Chattanooga, 38 miles, 

** An agreement was also entered into with the Alabama 
Great Southern Railroad Company for 33 years from Jan. 
18, 1881. for use of track between Waubatchie and Chatta- 
nooga, five miles, upon payment by them of $14,400 per 
annum in monthly installments. 

** In conformity to the resolutions passed at the last meet- 
ing of the stockholders, your company indorsed the bonds 
of the Sewanee Furnace Co, to the extent of 70 per ceut. of 
the cost of the furnace erected at Cowan. This enterprise 
has beea completed and the furnace is iu blast, with a ca- 
pacity of about 80 tons of iron per day. 

‘The Warner Iron Co. has in process of construction an 





| iron furnace, with a daily capacity of about 50 tons, at 
| Warner, on the Centreville Branch, about 55 miles from 
| Nashville, which will be in blast by Oct. 1. 

| ‘* The Southern States Coal, Iron & Land Co. will com- 
| plete a second furnace in a few months, which will give 
| them a producing capacity of about 160 tons of pig iron 
daily. * * * * 

* In the face of many circumstances of embarrassments 
the net earnings of your road for this year are greater than 
| they have ever been; deducting operating expenses, in- 
| terest and taxes the earnings for main line amount to 5,43 
| per cent. upon the capital stock. 





hs 
Detroit, Lansing & Northern, 

- This company works a line from Detroit, Mich., to 
| Howard, 160.60 miles; the Stanton Branch, from Stanton 
| Junction to Big Rapids, 63.80 miles, and the Belding 
| Branch, 1.67 miles, making 225.57 miles in all. There are 
| 41.438 miles of sidings and logging spurs. The report is for 
| the year 1880, 
| During the year the Stanton Branch was extended 24.29 
miles, The road owned by the company includes 225,57 
mniles of main track and 41.48 milesof sidings and spurs, the 
main line running over four miles of track belonging to 
ether companies in Detroit and at Lansing. 





The general account was as follows : 
SG nn o's.0:09 $465:000.0. «6h: averks con aetaah $1,825,600 .00 
preferred . 2,503,380.00 
Total stock $4.328,980.00 
eet apr er ; 3,085,000 .00 
ES rT ery es eo 49,700. 
Saginaw Valley & St. Louis R. R ............ 2.0 .e0 27,584.50 
NE AINE ORO 5 sinc 500. 030 tnepneccedonbns - 298,738.20 
Balanve of income account. ... ............02 eevee 102,973.13 
CR iB AOA RES EARLS $7,892,976 .69 
Road and equipment... .............. $7,549,695 .04 
NEE Duca chlagiesssctace daedacévease 40,239.59 
ee eT Ca re 119,700.86 
Bills and accounts.............00s..+0e 46,865.20 
EEC Or GN cas th Ther en sc prtcternbasienacn ae 136,480.00 
-—— '7,892,976.69 


The bonded debt consists of $2,265,000 mortgage 7 per 
cent. bonds; $770,000 Ionia & — 8 per cent. bondsand 
$50,000 depot ground 7 per cent. bonds. The bonded debt 
was decreased in 1880 by the payment of $81,000 Ionia & 
Lansing second-mortgage bonds, which matured Nov. 1, 
1880. Since Jan. 1, 1881, the bonded debt has been in- 
creased by the sale at 171¢ to 175 per cent. premium of 
$178,000 Detroit, Lansing & Northern 7 per cent. mortgage 
bonds, due Jan. 1, 1907, which realized the sum of $209,- 
180, which has been appropriated to the payment of the 
Ionia & Lansing bonds aforesaid, and the balance to the 
completion of Stanton Branch and the equipment thereof. 

Traffic for the year was as follows: 





Train miles: 1880. 1879. Inc. or Dec. P, 
Passenger.............. 310,710 268,7:.7 I. 41,953 15.6 
Freight...... ohtegtadbe-< 468,224 394,208 I. 72,016 18.2 
Service and switching... 231,954 215,111 I. 16,843 7.8 

Se | ea BP 1,008,888 878,076 I. 130,812 14.9 

Car miles: 

Pass, train cars ....... 1,004,470 814,893 I. 189,577 23.3 
Freight cars. . ........ 7,679,311 6,873,615 I. 5,696 11.7 
Passengers carried..... 499,785 434,102 I. 65,683 15.1 
Passenger miles........ 12,204,091 10;920,183 I. 1,283,908 11.8 
Tons freight carried... 508,450 417,768 I. 90,682 21.7 
. FO aaa 46,392,472 40,427,519 I. 5,964,953 14.7 

Av. train load: 

Passengers, No......... 39.28 40.63 D. 135 3.3 
Freight, tons......... F 99.51 102.56 D. 3.05 2.9 

Av. receipt: 

Per pass. per mile..... 2.580 cts. 2.570cts. L 0.010 ct. 0.4 
Per ton per mile....... 1.838 “ 1.945 “ D. 0.107% 6.5 


Of the freight carried 69.23 per cent. was lumber and for- 
est products. Locomotive service cost 16.47 cents per mile. 
The earnings for the year were as follows: 


=) 














1880. 1879. Ine. or Dec. P.c. 
Passengers $314,674.58 $280,142.88 I. $34.531.70 12.3 
Freight........ 852,931.84 786,764.91 I. 66,166.93 8.4 
-Miscellaneous.. 35,545.23 42,024.86 D. 6,479.63 15.4 
Total.... ....$1,203,151.65 $1,108,932.65 I. $94,219.00 8.5 
Bxpenses...... 739,004.84 659,787.20 I. 79,217.64 12.0 
Net earnings $464,146.81 $449,145.45 I. $15,001.86 8.3 
Grossearn. per 
MiGs. se’ sss. 5,333.83 5,509.40 D. 175.57 3.2 
Net earn. per 
ewes 2,057.66 2,231.44 D. 173.78 7.9 
Per cent. of : 
896i k.. 61,42 59.50 1, 


1.92 etoee 
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THE RAILROAD GAZETTE. 5838 
The mil Weebed wae 308.97 sins to 1880, end 801.96 i ig 8 sory tne APR ee the! The traffic for the year was as follows: 
miles The gross earnings per revenue train mi preference on March last was £281. This : 
were $1.51; expenses, $0.95; net earnings, $0.56, a decrease | amount added to the above balance for the half year of | p2"ain —~e tr 1 e. ie. be 4 Pie 
of 17.6 per cent, from 1879. | £146,871 makes a total of £146,652 a for Am ere ee. 909,987 752,756 1. 57,281 78 
The income account was as follows: ment of dividends, as a total of £123,927 in |Service............ 223,645 197,688 I 15957 131 
Balance, Jam. 1, 1880.............00c-cceseeetee voce $152,845.94 | the corresponding half year of 1880. On the 28th of June | Switching..... ... 115,658 113,288" b= 2,370 2.1 
Gross earnings for the year......... 24.26. secseeees 1,203,151.65 | last, at a general meeting of the company, the : — 
__—__--_ | shareholders approved and an act of the Parliament | ,, Total... ........ 1,583,446 1,468,475 I. 62,969 43 
TOUAL....+---0eeeeereeerevee tee $1,355,997.59 | of the Dominion of Canada, authorizing the payment of the | pases fee *°05 San ane ss cL OM ef 
Working expemses.................. 84 dividend in 15 days after the date of each yearly meet- nger miles ..11,312,655 10,468,635 I. 844,020 8.1 
Interest on bonds....... ........... ‘ .00 : ys y. Tons freight car- M 
Balance of miscelianeous interest 12 ing; and, . the directors will ask the shareholders | ried..... ....... 364,431 333,553 I 30,876 93 
Dividends, preferred stock, 7 per cent.... 175,213.50 at the half-yearly meeeting to declare the following | Ton miles..... ... 86,956,914 80,406,765 I. 6,550,149 8.2 
“ common stock, 6 per cent..... 109,510.00 dividends payable on the 12th of ber next, viz.: On the | __ Av. train load: 
1,253,024.46 | first preference stock at the rate of 5 per cent. per annum, | Passengers, No... 29. 25.86 I. 3.74 14.4 
—— | and on the second preferred at the rate of 5 per cent. per Freight, tons...... 107.36 106.82 & 0.54 0.5 
Balance, Jan. 1, 1881...............s..ceeeeeees $102,973.13 | annum also. This will absorb £138,529, leaving a balance} Of the passenger miles 31 per cent. were of throughland 69 
After the close of the year, on Feb. 15, 1881, a dividend of | Of £8,128 to be carried forward to the current half year.” | per cent. of local ngers. Of the ton miles 31.6 per 
per cent, on the rred stock was paid. Theearnings| The increased by £19,683 or 6.87 per | cent. were of north-bound and 68.4 per cent of south-bound 


BL 

of tee year were lent to pay all charges, 7 per cent. on 
the preferred stock, 244 per cent. on the common stock, and 
‘leave a small surplus, 


The usual repairs and as to roadway and 
bridges were made. Several bridges were entirely rebuilt. 
os were 1,369 tons iron rails and 55,000 ties used in re- 
newals. 

The General Manager says: ‘‘ The number of miles steel- 
rail track remains the same as at the close of 1879, at which 
time I reported 127 miles. This leaves 98.57 miles yet to 
be renewed to complete our betterments in this direction, 
Considerable improvement in the condition of our track 
was, however, made during the year, by the renewal of 55,- 
000 cross ties and the laying down of 1,369 gross tons of 
new and rerolled iron rails, which were mostly put in on 
the old portion of the Stanton branch. I estimate our gross 
earning for the coming year at $1,300,000, and shall be dis- 
appointed if my expectations are not more than realized.” 

wo locomotives, 6 passenger and 2 baggage cars and 50 
freight cars were added to the equipment. The cost of these 
—$77,686.57—was added to equipment account. 

The extension of the Stanton Branch from Blanchard to 
Big Rapids—25.8 miles—was completed at acost of $250, 
715.59, A spur was built from the Stanton Branch to the 
forks of Fish Creek, 5 miles, ata cost of $29,309.57. 


Grand Trunk, 


This age om My report for the half-year ending June 30 
covers the whole system worked, 1,40614 miles, e report 
says of the mileage; ‘‘ The length of line worked by the en- 
gines of the company has been increased from 1,2731¢ miles 
at Dec. 31, 1880, to 1,4061¢ miles at June 30, 1881. 

The additional lines are : 








Miles. 

Montreal & Champlain Junction Railway.............. . 11% 
Michigan Air Line Railway............ ...cscsceceeeee cence 36 
Grand Trunk, Georgian Bay & Lake Erie Railway... ...... 91 

1 IIE ELE SET EME, IS IES RI 16 

Less—Portion of Montreal & Lake Champlain line aban- 

GORE 6 50:05. ccceene W cecddccenecteees ccevecestvtcces sesese 5 

pi eS errr ert a hl repre bree eer ae eer mL ee - 133% 


““ The gross receipts of the Grand Trunk Company do not 
include the total amounts received by the above three com- 
panies, but have only been credited with the revenue accru- 
ing to the Grand Trunk Compatiy for working these addi- 
tional lines in accordance with the agreements approved at 
the half-yearly meeting of April 28 last.” 

Of capital account the report suys: ‘‘ The amount charged 
against capital account during the half-year was £522,059. 
The principal item of £459, consists of the preferential 
securities (not previously included in the Grand Trunk cap- 
ital account) redeemed from the proceeds of the issue of 
£1,060,000 of debenture stock made in July, 1880. The re- 
maiving expenditure includes £17,569 for new works, £34,- 
612 for new rolling stock, and £28,551 for lands and land 
damages; and there has been credited to capital uac- 
count £18,478, the value of material on the Riviére 
du Loup line sold duriog the half-year, Out of the 

roceeds of the above issue of '£1,000,000 of 5 per cent, 
ebenture stock, made on 23d July, 1880, the whole of the 
securities scheduled in the a have been paid off, 
with the exception of about ‘ of various bonds, the 


passenger receipts 
cent. ; the freight ipts by £60,727, or 8.68 per cent. 
The passengers and freight carried were as follows: 


1881. 1880. Inc.orDec. P.c. 
Passengers carried........ 994,704 892,825 I. 101,879 11.4 
Tons freight carried.,....1,666,253 1,428,103 I. 238,150 16.7 
Av. receipt per pass...... é 69\ed. D. 3d, 4.3 
Av. receipt per ton....... 109d. 117d. D. 8d. 6.8 


The expenses for the half year were divided as follows : 
——-1881.—— —-—1880,-— 


Amount. P.c. Amount. P.c, 

Maintenance of property....... £258,739 24.10 £242,429 24.44 
Working the road............... 479,799 44.70 432,916 43.64 
a ee Oe £738,538 68.80 £675,345 68.08 
The percen of the working expenses to gross receipts 


was reduced, therefore, as re; maintenance and renew- 
als of road and Say Lenora y 0,34 per cent., but increased 
as regards all other charges by 1.06 per cent., making a total 
increase on the general result in working the railway of 0.72 
per cent, 

The reduction of rates was not yet fully felt in the half 
year covered by this report. 





Chesapeake & Ohio Canal. 


This company owns acanal from Cumberland, Md., to 
Georgetown, D, C., 184.5 miles, with a branch from George- 
town to Alexandria, Va., 7 miles. Almost its entire busi- 
ness is carrying coal from the Cumberland Region to tide- 
water, The controlling interest is held by the state of 
Maryland; nearly all the rest of the stock by the cities of 
Cesena, Georgetown and Alexandria and the United 

tes, 

The earnings for the year ending Dec. 31 were as follows: 














1880, 1879. Increase. P.c 

Tolls and wharfage.$349,045.44 $223,796.95 $125,248.49 55.9 

Mts, C6C.......0.0. 23,570.63 9,770.62 13,800.01 141.3 

rer $372,616.07 $233,567.57 $139,048.50 59.4 

Expenses.... ....... 227,277.11 222,141.96 5,135.15 2.3 
Net earnings...... $145,338.96 $11,425.61 $133,913.35 .... 


The coal tonnage of the canal was: Delivered at local 
points, 38,118; carried from ‘Cumberland to Georgetown, 
577,305; total, 615,423 tons, an increase on the tonnage of 
1880, e tolls and wharfage charged were 55 cents per 
ton; the average rate of freight being $1.45, leaving 90 
cents for the boatmen. 

From the net earnings there was paid $33,298.44 for law 
expenses, $15,325 on account of purchase of wharf, $11,- 
184.23 for interest and $50,000 in repayment of temporary 
loans of 1879, a total of $109,807.67. 

The liabilities on account of the great flood of 1877 were 
reduced by this payment of temporary loans. There were 
at the close of the oe $87,000 temporary repair bonds out- 
standing, $22,000 having been received for tolls during the 
year, and the floating liabilities amounted to $74,697.03 ; 
cash and other assets were $67,164, leaving the balance of 
debt on flood account $94,533.03 at the close of the year. 

A considerable increase in tonnage was expected from the 
opening of the George’s Creek & Cumberland road, which 
has thus far been only partially realized. Coal shipments 
last year were decreased by the strike of the miners in 





holders of which have not yet presented them for payment, | April, just after the canal opened. 
but on which all par timaerl ws ceased. In addition to the The m of accounts has been changed and new books 
securities referred to in the above prospectus, the following | Opened in never of the order of court in the Stewart 
referential charges, scheduled iu the debenture stock act, | Suit, he pes | the accounts of receiptsand disbursements 
1874, have been purchased or redeemed, viz. ” | to be filed and submitted to the inspection of the Court. 
Amount 
expended. 5 
Cnn 0 NR i i canst tin mss diwieks Dhasvesd “263,493 Mobile & Ohio. 
Telamd Pond GeUORUIIOS. 665. c cee ks cece es cocceccccccses 2,700 : boas 7 ae 
Chicago, Detroit & Grand Trunk Junction Railway capi- During the year ending June 30, 1881, which is covered 
an SRS SR Pee dca tanh senks er eawae oF5% 8.402 by its thirty-third annual report, this company worked a 
International Bridge o6 bona ‘ks SNORE NMEA pink rand main line from Mobile, O., to Columbus, Ky., 472 miles, with 
Sundries HES) SREY Se eer *49g | branches to Columbus, Miss., 14 miles, to Starkville, Miss., 
ST neh i Mere AT _ 1488 | Ti milen and to Aberdeen, Mies. 9 miles, making 506 miles 
GAO, os avieiccu't's cians clashes thi thease bnina toate £113,913 | in ali. There are 47 miles of sidings. 


This amount has in the meantime been provided out of 
the general assets of the company. On June 10 last, the di- 
rectors issued a prospectus, offe to receive applications 
for £2,500,000, being the balance of the unissued ordin 


Since the close of the year an extension from East Colum- 

- hey woe Cairo, 22 miles, Paros a = 
pment consists «0: engines; 25 passenger, 

ya eer and 6 express cars; 701 box, 101 stock 


ary | and 382 flat cars; 2 special coaches and 80 service cars. 


stock of the company authorized by the act of the| - : ; 
Canadian Parliament of May 8, 1873. The fissue price The general account is as follows: 
of this stock was fixed at ~ £100 stock, payable by | Stock ($10,515 per mile)...:................-s0060. $5,320,600.00 
installments up to Sept. 1, 1882; and before the date Mortgage (15385 per ee eee 7,600,000,00 
of peop roe lists ye hoasions ere rece ived in oie res ($17.5 10 —2 eGcanghe «rosccekt eae os 
excess 0 e to amoun' or t e ° ene o SS Rah iso eb bvenece OU,’ whe 
allotment, howe ver, certain of the applicants withdrew or Profit and loss accounts..:......... 0 ....-cceeseeeee 659,981.46 
reduced their ar ; and the total amount ultimately (EE SLES TES aE ee $22,416,668.59 
allotted was £2,401,6 ; ghee balance of £92,188 will not | Road, ete. ($41,131 per mile)... $30,812 281-40 
be allotted or sold ‘ore Septem! 882, a Land department................... 446. 
Soe an oo The a received up to Stocks and bonds........... ....... antenan 
t) une ' ) en taken account in PTR enw y ee a 04039. 
“eral balance sheet, but, as the amount payable on allotment | G28 t meet matured coupons. ... ery 
was not receivable until the 4th of July, the issue of this | Geshe mt MaMeeS nes ooo: 207,484.70 
a not been included in the capital account for the _ 22,416,668.59 
t ear.” 
PeThe icoane account was as follows, the comparisons being | The bonds consist of $7,000, mort- 


with the corresponding or first half of 1880 














G rnings. £1 on 437 2001 082 Fars FS 
Working expense /. ‘ 675,345 1. 63,193 9.4 
Net earnings...... 2334800 £316,647 I. £18,252 5.8 
Int. Bridge interest. 13,032 10,434 L 2,598 25.0 
Chi. & Grd. Trk. int. 10,144 10,167 ~=O*D.z 23 «(0.2 
Total.: ... ..... £858,075> £337,248 I. £20,827 6.2 
Net balance for the half @B ADOVE...........-000.0ee £358,075 
Interest oa loan and Sehcatute stock.......... £89,681 
Interest on PING sis 5 Sees ap ciepoepess 25,328 
Rentals. ..........0- 03 Sign cFhachebi oth SUSE URES © 96,695 
- 211,704 
Surplus for the half year............ Pay Oo ee £146,371 
The working € were 68.80 eZ of gross earn- 
in 1881, 68.08 per cent. in 1880. 
report says: ‘‘ The Sises brought forward from 





freight. Cotton carried was 230, bales, against 263,006 
bales the previous year. 


The earnings for the year were as follows: 








1880-1. 1879-80. Inc. or Dec. P. c, 
Freight.. ...... $1,791,502.66 $1,772,984.23 I. $18.518.43 1.1 
P; , Lee 416,126.95 398,216.77 IL. 17,910.18 4.5 
Mail and ex- . 
. [=a 83,335.08 75,046.02 I. 8,289.06 11.1 
Miscellaneous .. 86,852.35 38,368.67 I. 48,483.68 127.5 
Total..... $2.377,817.04 $2,284,615.69 I, $93,201.35 41 
ae 1,562,486.16 1,459,649.88 I. 102,836.28 7.0 
Net earn...... $815,330.88 $824,965.81 D. $9,634.93 1,. 
Gross earn. per 
tints <an> 4,699.24 4,515.05 L. 184.19 4,1 
Net earn. pe 
ses 0062 ms 1,611,33 1,630.37 D. 19.04 1.2 
Per cent. of 
a 65.71 63,89 I, 1,82 


The increase in passenger and freight earnings was less 
than that in traffic, indicating a reduction in average rates. 
Expenses were increased by the greater traffic and the in- 
creased train-service resulting therefrom, and by increased 
renewals, 

The income account for the year was as follows: 





Net earnings.... ... a: HN TB «cece eee 815,330.88 
Balance from previous year............6.0..0eecseeeees 15,465.81 
NOL: «cbs Sama bs. Mi thesbtewesa.cinsnp cadisdes .... $830,796.60 
Interest on mortg: RE. cvvedtenke ont eseod $420,000 
ms first-preferred debenture.......... 371,000 
" second-preferred debentures...... 37,000 
— 828,000.00 
Surplus for the year ..... 0.0. csecscscccessceees $2,796.60 


The full amount of 7 per cent. was paid on the sg 


_ | ferred debentures, and 2 per cent. on the second-prefe: ‘ 


The sum of $24,866.67 was ew ay for construction on 
the Front Street Extension in Mobile, etc. The balance of 
the general profit and loss account was $410,796.69; special 
account, $153,040.64 ;: and Land Department, $96,144.13 ; 
total balance of profit and loss, $659,481.46. 
The condition of the road has been improved. During the 
year 37.5 miles of steel rails and ¥%27,643 ties were laid. 
teel rails are now laid at all the points of greatest wear. 
The buildings are generally in pont rome Hod, and additions 
have been made to the shops at Whistler and Jackson. 
The motive power is in good, serviceable condition. 
Additions made t» the equipment were 1 baggage and 2 
passenger cars; 62 freight and 12 service cars, 
The total expenditure for maintenance of way was $476,- 
307.56, an increase of $54,519.43 over the previous year, 
chiefly in the items of new rails and ties. 
The President’s report says: “In addition to the 506 
miles worked last year, the Mobile & Ohio Railroad Com 
pany is the owner of the entire capital stock of the Ken- 
tucky & Tennessee Railroad Company (Cairo Extension) in 
process of construction and to be opened for traffic in the 
early autumn, extending from a point in East Columbus two 
miles from the Mississippi River, to East Cairo, on the Ohio 
River, opposite Cairo, a distance of 22 miles to foot of in- 
cline. is extension will, when completed, be operated as 
a part of the main stem of the Mobile & Obio Railroad. The 
total number of miles of track (including the Cairo Exten- 
sion) to be maintained amounts to 575 miles. * * * Of the 
494 miles of main line, 251 miles are laid with steel rails 
(including the Cairo Extension), leaving 243 miles of main 
line and 34 miles of branches and 47 miles of sidings laid 
with iron rails, much in excellent, most in good, in 
safe, condition.” 
‘The Cairo Extension has just been completed and is very 
soon to be opened for traffic. The — sdys: ‘‘A transfer 
steamer, first-class in every respect, been built for and 
purchased by the road, and ample property has been 
secured in the city of Cairo for the erection of terminal 
facilities. The Wabash, St. Louis & Pacific Railroad: has 
within the last few months purchased a controlling interest 
in the Danville & ‘Southwestern and Cairo & Vincennes 
railways, and most satisfactory results are anticipated from 
close business relations with this enterprising and prosper- 
ous company.” 4 


Louisville & Nashville. 





The report of this company for the year ending June 30, 
1881, is issued too late for extended summary or comment 
this week, but a few figures are here given. 

The stock and bonds at the close of the year are as fol- 
lows: 


Stock ($11,835 per mile)............-..... areanececede $18,130,913 
Bonds ($30,673 per mile)....... eonconacgonadienete pans 46,991 840 
EL IME EINE ARSE oP $65,122,753 

The company at the closeof the year owned 1,438 miles, 
leased 434 miles more, and had 94 miles under construction, 


There are also 1,147 miles controlled in its interest, 





The income account was as follows; 
MMAR 125). 3.50. ausuiniotes wtoesreede saarvene > wlcekes $7,407,402 
(iggy cn sea Aland Bipinde fle pret 21599,353 
RI BS RS ate eres ee 904,896 
UE CENEIIED. scas cvevccsens bobnecee bo, betdeook $10,911,651 
a re eee. Ot 
ae Shi dete evece de divew a eeelbebhs $4,198,519 
Total...... his obobipddbdbdé dn deasdlpapidddntmpnanaeds $4,423,728 
Interestand rentals............-.0-ceseseeees $3,079, 
Mes do deh scbe'cPeusveee ctbpebeaste bbus 1,087, 
4,166,888 
. Surplus for the year.................+. dasdds cbse L 
Balance, June 30, 1880... 2.2... ceccecctecsccereseeeeee beng + 
. a ee 
Balance, June 30, 1881.... .......-++ ES $485,22 
The gross earnings for the wuss OF.900 pas ie 


The equi consists of 311 locomotives ; 
and 67 baggage, mail 


and express cars ; 7,184 cate 





and 216 service cars: 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All connected with this paper are forbid- 
den to ask for ye under any circumstances, and we 
= = to have any act of the kind reported to 

office. 


Addresses.— Business letters should be addressed and drafts 
made payable to Tot RamRoAD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
Epitor RarLRoap GAZETTE. 





Ailvertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uUMNS We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present only 
such matter as we consider interesting and im mt to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so y.in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and ee if they 
will send us early information of events which take place 
under their observation, such as changes in rail offi- 
cers, organizations and changes of companies, the letting, 
p and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
s estions as to its impr t. Di. s of subjects 

ining to ALL DEPARTMENTS of railroad business by 

men practically acquainted with them are especially de- 

sired. Officers will oblige us by. forwarding early copies 

of notices of meetings, elections, appointments, and es- 

pesaty annual reports, some notice of all of which will 
p published 





MR. GARRETT’S LETTER. 


The most remarkable thing about Mr. Garrett’s long 
letter, which we copy this week, is that it should 
have been published. If the question of the wrong- 
fulness or rightfulness of the present condition of 
trunk-line business were to be passed upon by some 
judicia) body, or if it ‘were possible to bring a suit 
against the responsible author of it for damages. Mr. 
Garrett’s statement of facts and his argument might 
have great effect. and value to the interest which he 
represents. But as a practical question it does not 
make any difference who brought on the railroad war. 
It exists; no one can be punished for it; what concerns 
every railroad manager who does not wish to see prof- 
its saciificed is to put an end to it in the quickest and 
most effectual way possible, by any means that will 
not compromise the. interests of his company in the 
future. As to the past,. nothing can be done. 

Now Mr. Garrett certainly is anxious that rates 
should be put on a paying basis again. This cannot 
be done without negotiating with Mr. Vanderbilt and 
effecting some arrangement to which he will consént. 
All summer he had virtually declined to negotiate; but 
recently there had been an informal conference at 
which Mr. Vanderbilt’s representative took part. From 
being entirely impossible, xs was the case so long as 
the New York Central would not negotiate, a settle- 
ment became at least possible. It was of the utmost 
importance that eyerybody should keep his temper 
and the negotiations continue. Thereupon Mr. Garrett's 
letter appeared.- _Now, however truthful its state- 
ments may be, and however cogent its reasoning, what 
is its effect on negotiations with Mr.. Vanderbilt to be 
likely ? Will it not be likely to make them more diffi- 
cult, and perhaps fora time impossible? No one can 
say’ what would have happened if the letter had not 
appeared, but we know that some of the parties were 
quite hopeful of making peace. We should not be 
surprised now if the war should continue two or three 
months longer. The inopportuneness of Mr. Garrett’s 
letter may caus? as much loss to the railroads as did 
Mr. Vanderbilt’s action in June, with this difference : 
Mr. Vanderbilt must have foreseen and intended the 
sacrifices of profits that have followed the low sum- 
mer rates ; while there is nothing that Mr. Garrett dep- 
recates more than their continuance. 

It seems to us altogether profitless for the parties to 
it to inquire into the causes of the railroad war. There 
ean be no question.that Mr. Vanderbilt felt aggrieved, 
and we think he had a right to feel so; as to who did 
the first cutting, it does not much matter; for some 
time the New York-Central was the chief sufferer by it. 
But we do not wndérstand that the New York Centra! 
ever made any serious complaint against the Baltimore 
& Ohio; it was the Erie with wh'ch it found fault. 
Mr. Garrett’s letter is written in reply to something 
said by Mr. Vanderbilt in conversation with a re- 





_porter—wholly informal talk, in which, though com- 


plaining of the difference between Baltimore and New 
York rates, he expressly stated that he did not know 
that they would be changed. It was not directed to 
Mr. Garrett, nor,to any other railroad authority, and 
to our mind did not call for an answer from any one. 

It was evidently thought best by Mr. Vanderbilt 
that the profits on through freights should be reduced 
this year. He must have intended this, because he in- 
sisted on action which could not but cause it. Exactly 
what he intended to effect by this is a question to 
which there have been many answers, and the best in- 
formed do not feel certain what it was. Now reducing 
rates, or keeping rates low when they might be higher, 
may be a perfectly legitimate policy. 
profits which we might have got this year in order 
that our profits may be greater hereafter. We sacri- 
fice profits for protection and advantage in the future. 
The fact that Mr. Vanderbilt reduced the profits 
of his shareholders this. summer will not tell 
against him if by this sacrifice he prevented a 
greater one in the future or provided for greater 
gain. To us it does not. seem_ probable 
than anything will be gained by the war that could 
not have been secured without it; but it is very 
difficult to trace all the consequences of such a con- 
dition of traffic as has existed the past summer ; and 
possibly some things have been prevented by the rail- 
road war which would have been more harmful than 
the war; though tous it seems quiteas likely that 
the indirect effects of the war will be harmful and not 
beneticial. 

The question of abolishing or reducing the differences 
between the New York rates and the Philadelphia and 
Baltimore rates has not so far been made prominent 
in the discussion, except by the nev: spapers. The New 
York Central made no complaint of these differences 
before the railroad war, but has brought them up 
recently, though not, as we understand, as an ulti- 
matum. We have shown frequently that Baltimore and 
Philadelphia have not been increasing their proportion 
ot business of late years. They have vastly more ex- 
port business than ten years ago, but hardly so large 


a percentage of the whole as in 1876, and their import ; 


business docs not increase as fast as New York’s. 
With rail rates as high as to New York it does not 
seem probable that they could do any cousiderable 


export business. Now it is idle to suppose that 
these places will submit to having their ex- 
port business destroyed. We may be _per- 


fectly sure that the Baltimore & Ohio and the Penn- 
sylvania roads will continue to carry grain to Balti- 
more and Philadelphia. The difference in the cost of 
transportation plays very little figure in the 
matter. The average profit on all the roads is 
about 40 cents out of every dollar received ; but as 
Jong as a single cent of profit remains, the roads will 
carry. Unless the rate to New York is made below 
cost’ permanently, the roads to Baltimore and Phila- 
delphia will continue to take, and will make money 
by taking, freight to those places at less than the New 
‘York rate. If the freight would go to those places at the 
New York rate it would be different; but the fact that 
while the rate to Baltimore has been three cents per 
100 Ibs. less than to New York the Baltimore & Ohio 
Railroad has usually obtained but 8 per cent. of the 
shipments frcm Chicago indicates that without the dif- 
ference Baltimore would get little business. We 
must take it for granted that if rates are insisted on 
which will prevent business at any port where there 
is now large business, there can be no settlement, 
whether that port be Baltimore or ‘Boston, New York 
or Philadelpbia. We can easily understand how im- 
possible it would be to make differences which would 
prevent the exportation of grain at New York. It is 
no less impossible to make rates with the same effect 
at Philadelphia and Baltimore. 








AUGUST EARNINGS. 





August earnings are reported in our table for no less 
than 59 railroads—a larger number.than ever before 
These 59 railroads worked this year 42,960 miles of 
road, which is about 45 per cent. of the total in opera- 
tion in the United States, and 1317 per cent. more than 
they worked last year. With this mileage they earned 
$29,242,639, which is 21.4 per cent. more than their 
August earnings last year, and their average earnings 
per mile increased from $636 to $680, or 6.9 per cent. 
This considerable increase is made over earnings in 
1880 which were themselves 12 per cent. larger than 
in 1879. This percentage of increase has been exceeded 
in but one month of this year—in June. In the first 
three months there wes a decrease compared with 
1880. 

Of the 59 roads reporting for August only 9 had 





smaller total earnings than last year, but 15 had 
smaller earnings per mile. The largest increases (in 


We go without | Kas 





earnings per mile) were 58.8 per cent. on the Cincin- 
nati Southern, 83:1 on the Des Moines & Fort Dodge, 
100 on the Gulf, Colorado & Santa Fe, 76.3 on the Mil- 
waukee, Lake Shore & Western, 46.2 on the Peoria, 
Decatur & Evansville and 99 on the Toledo, Delphos & 
Burlington. The only large decrease is 20 per cent. on 
the Denver & Rio Grande, which leaves its earnings 
per mile, however, more than twice as great as in the 
years before 1880. 

The largest and smallest earnings per mile of road 
in August were: 


Largest. Per mile. | Smallest. Per mile. 
PNAS) 20.5... BETA 2,365 | Houston, E. & W. Tex..... $126 
Pennsylvania............. 1,979 | Mem., Pad. & Northern.... 162 
Northern Central......... 1,528 | Paducah & Eliz‘town. 23% 

te: 





TS: 6s’ ocadine de. soca ein 1,177 | Ala. Gt. Southern.......... 235 . 
Cleve., Col., Cin. & Ind... 1,067 | Cairo & St. Louis..... ree 

Cin. & Springfield...... . 1,001 | Mil., Lake Shore & W ; 
Chicago & Alton.......... 918 | Cleve., Mt. V. & Del........ 
Tron Mountain 909 | E, Tenn.. Va. & Ga.... ... 2 


These include all earnings per mile more than $900 
and all less than $300. The heavy earnings are mostly 
on Eastern roads; of the light ones, five out of eight 
are on Southern roads. 

In the list there are six roads (besides the Wabash) 
which carry a large amount of through freight at 
trunk-lines rates, which were nearly one-half lower this 
year ou west-bound freight in August, as they were in 
July and August on east-bound. These six roads carried 
in the aggregate $5,003,652 last year in August, and 
this year $5,040,867—an increase of $37,215, or 34 of 1 
per cent., the mileage having increased 1,7 per cent. 
Three of the roads show a decregse, which is largest on 
the Cleveland,’ Columbus, Cincinnati & Indianapolis 





|and the St. Louis, Alton & Terre Haute. 


The five roads which carry produce to Chicago all 
show increases, amounting in the aggregate to $1,289,- 


948, or 30.3 per cent., their mileage having increased 
12.7 per cent., to 8,950 miles. ‘Their average earnings 
per mile this year were $630 against $542 last year. 


Of four roads carrying to St. Louis two show ah in- 
crease, and in the aggregate they have an increase of 
$67,242, or 7.2 per cent., the increase in mileage having 
been 314 per cent., to 1,548 miles. The average earr- 
ings per mile this vear were $650. 

The Chicago group has gained much more in pro- 
portion than the average (161, per cent. in earnings 
per mile, against 7 per cent. for all reporting), and if 
weinclude the other roads west and northwest of 
Chicago, and north of the latitude of St. Louis, we 
will find this also true of them. About 3817 per cent. 
of the whole mileage reporting this year is in this 
territory, and all but the Union Pacific (which, however 
has 3,480 miles) is east of the Missouri. Their aggregate 
increase of earnings has been $2,592,364. There are 15 
of these roads with this increase, leaving as the in- 
crease of the other 44, with about 6114 per cent. of the 
total mileage, $2,556,912. On the group west of Chicago 
the average earnings per mile of road have in- 
creased from $515 to $606—18 per cent.; those of the 
other 44 roads have increased from $710 to $718, or 1 
percent. Thus the great improvement has been 
chiefly in the Northwest, and that in spite of the fact 
that the chief increase of new mileage has been there, 
which naturally tends to reduce average earnings per 
mile. 

The number of Southern roads reporting is extraor- 
dinary. A few years ago reports from Southern roads 
were exceptional; this year no less than 19 report. 
Their aggregate mileage and earnings in August in 
the two years were: 

Miles worked......... 10,862 
Gross earnings........ $4,£61 605 
Earnings. per-mile. ... 447 

This is slight]y above the average percentage of in- 
crease in earhings per mile, but the different Southern 
roads vary very greatly, three roadshaving a decrease 
and a few large increases. The Southern roads west 
of the Mississippi have the chief gain in total earnings 
($538,000, out of $812,000), but they also have most of the 
gain in mileage (894 out of 1,042 miles). Their average 
earnings per mile, however, have increased from $451 
to $479, or about 6 per cent.—a little less than the aver- 
age of the country or of the Southern roads, but fully. 
accounted for by the very large additions of new road 
in Texas. 

Perhaps the most remarkable gain of all is that re- 
ported for the Cincinnati Southern, amounting to 53.8 
per cent., and bringing up its earnings per mile to $680, 
or just exactly the average of all the roads reporting. 
When it is remembered that this is a new road, whose 
route is mostly across a very thinly settled country, 
and that while it has $680 per mile the Chicago, St. 
Louis & New Orleans has but $451, the Mobile -& Ohio 
$315, the great Louisville & Nashville $482, the paral- 
lel Nashville, Chattanooga & St. Louis $360, and 
such Southern ‘trunk lines” as the Norfolk & West- 
ern only . $445, . the East Tennessee, Vir- 
ginia & Georgia $2°2, and tiie Houston & Texas Central 
$509, these earnings of the Cincinnati Southern last 
August seem. truly astonishing; no other Southern 


1,042 10.6 


9,820 
$4,049,686 $812,109 20.0 
412 35 8.5 
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road 
proaches them. 


east of the Mississippi that reports ap- ' spectively need and of the proper ways of detecting 
It is true that the Cincinnati South- them when sent secretly. The higher care and skill 


ern isall main line, which distinguishes it greatly from | requisite in handling and transporting them, and the 
its nearest neighbors, the Nashville & Chattanooga and | risk involved, are recognized in law as justifying the 


the Louisville & Nashville, whose lines from Louis- 
ville t» Nashville, from Louisville to Memphis, and 
from Nashville to Chattanooga must earn much more 
than $680 per mile per month. 

Below we give our usual table showing the earnings 
per mile in August of many roads every year since 
1875, when reported: 

August Earnings per mile for Six Years. 





1876. 1877. 1878. 1879. 1880. 1581. 
Alabama Great So cose coe. §IZO $202 $235 
Atch., Top. « 8.F. S $5y4 527 488 04 
Burl.,. . & Nor. 2120 275 24k 28286 371 
Cairo & St. Louis........ 18) 119 1438 180 272 237 
Central Iowa............. aed 337 . 202 i 419 438 
Central Paec-fic.... ...... 1175 725 82) 664 805 742 
Chea. & Obio..........:. Pie ol 496 596 604 
Chicazo & Alton......... 786 «725—s B31 (95 906 918 
= Mil. = St. Paul... 407 479 357 336 319 442 
Chic. & N. W_ .......-+- 544 605 603 S79 G85 782 
Chic.. st.P.. Mina” &Om. .... ae rh 324 314 383 
Cin., Ind., St. L. &Chic.. 686 648 662 674 778 766 
Cleve., ‘‘ol., Cin. & Ind 859 908 926 938 1.20% 1,067 
Cleve.. Mt. V. & Del.. 210 216 219 187 £234 £253 
Col., Hocking V. & Tol... .... 519 S580 650 739 G84 
Denver & Kio Grande.... 216 284 358 274 777 648 
Des Moines & Ft. Dodge. ....... ‘ 3470 3337s GZ 
ee ee Ee ee F 913 880 944 1,072 1.177 
E. Tenn., Va. & Ga ..... BAS <pae- tae 244 8282 
Flint & P. Marquette.... .... Beas he fe 316 410 495 
Hannibal & St. Jo........ 579 G22) 7838) 4850 B15 787 
Houston & Tex. Cen.... ....  .... 392 = 463 561 5 
Ill. Centralin Iil..... ... 695 764 7Ct 579 «6648 )—s 708 
Ill. Centralin Iowa .. .. 27) 317 26 267 i453 45 
Ind., Bloom. & West..... 402 268 586 507 550 556 
do. Ohio Div. OTe aS 415 433 471 
Louisville & Nashville... 450 482 441 401 © 481 482 
Memphis & Charleston... 227 | G8 275 313 
Mem., Pad. & Nortb..... 1 «=6156-—Ss«189 101 148 162 
Mo., Kan. & Tex......... 374 #411 375 389 376 8 454 
Mobile & Ohio. ......... 224 230 27 210 27 B15 
Nashb., Chat. & St. L.... 384 445 372 407 372 = - 3360 
Norfolk & West.......... 360 430 362 215 471 5 
Northern Central ....... 1,102 1,150 993 97L 1,392 1,528 
Northern Pacific......... ate aaa 3328 309 423 
Paducah & Ei‘z’town. 11 158 148 185 235 
Pennsylvania .. Le: , 1,543 1.664 1,593 1989 1,979 
Phiiadelphia & Reading.1,390 1562 1.525 1,57) 1,811 2.365 
se.L.. A.& T.H. Main lime .... : x be 73 ©6599 
do. Belleville Line anes 404 55 623 616 30 S81 
st. L., 1. Mt. & So... 401 A 509 aso 86 909 
st. L. & San Fran.... 350 377 368 404 452 444 
St. P., Minn. & Man id hm wus 339 S35 479 
Scioto Valley............ ‘ 291 292 324 393 
South Carolina 217 231 233 215 312 335 
Texas & Pacific....... .. 42) 530 373 415 430 402 


The number of roads that have had larger August 
earnings per mile than this year are: 14 out of 46 in 
1880; 2 out of 44 in 1879; 4 out of 37 in 1878; 4 out of 
34 in 1877, and 4 out of 31 in 1876. 

For the eight months ending with August our table 
has returns from 50 railroads with an aggregate of 
37,431 miles this year, against 32,158 last. With this 
increase of 16.6 per cent. in mileage these roads have 
earned 16.8 per cent. more money, the aggregate 
amount of earnings being $170,607,003. The average 
earnings per mile of road for the eight months have 
increased from $4,544 last year to $4,552 this, or 
one-fifth of 1 per cent. Of the 50 roads reporting 
all but five have some. increase in total earn- 
ing3, while ten have smaller earnings per mile this 
y2ar. The number of very large increases is much Jess 
than a few months ago. The largest (in earnings per 
mils) is 33.8 par cent., and only two are more than 30 
per cent., only three more than 25 per cent., and only 
seve 1 as much as 20 per cent. The decreases, however, 
are generally very small, the exception being the Wa- 
bash, whose earnings per mile are 18.9 per cent. less 
than last year, largely due to the fact that it is work- 
ing this year an enormous addition to its mileage, 
much of it with light traffic. 

Last year the 48 railroads reported in our table for 
the eight months showed an increase of no less than 
14.7 per cent. in their earnings per mile compared with 
“ 1879, that is, 1830 was an extraordinarily favorable 
year. To equal it is doing capieaitie! well, 





TRANSPORTATION OF EXPLOSIVES. 


IL 

The excitement aroused in midsummer by threats 
of agitators to destroy British steamships by smug- 
gling clock-work dynamite machines on board, in the 
disguise of innocent cargo, has died away under not- 
fulfilment of the threats. September, which was to 
have been the month of vengeance, has passed, and 
British ships still sail the sea uvhuri. Apparently 
those were right who pronounced the threats mere 
vaporings of excited, distempered minds. We would 
not willingly write anything to revive an anxiety 
which we believe to have been substantially ground- 
less. But before the matter is entirely forgotten it 
may be well to remind the public that, in the railroad 
service of the country, there is constant necessity for 
watchfulness and precaution over transportation of 
dangerous explosives; not indeed that infernal 
machines are often sent by rail, but because there is 
frequent occasion for sending explosives for legitimate 
use, 

Practical railroad men need some general knowledge 
of these dangerous articles, of the names under which 
they are apt to be sent, of the precautions they re- 





| reader 





carrier in making an extra charge. To avoid this snip- 
pers are prone to send such articles surreptitiously 
packed in the style and guise of innocuvus good. 
Thus the railroad man must exercise a certain watch- 
fulness over any suspected packages, both to avoid 
danger and to realize his full freight. Then, as to 
some explosives special laws exist pres:ribing a mode 
of packing and labelling; these should be understood- 
A company tway easily become involved in heavy 
damages to persons injured or to owners of goods de- 
stroyed by an explosion attributable to ignorance or 
negligence of employés. Moreover the personal risk 
which the porter or baggageman. the express or 
freight agent, himself incurs in handling these articles, 


2| is perhaps a _— reason why he should value infor- 


mation. 
Nitro-glycerine is known to most persons as a very 
dangerous explosive in the pure form; also as the basis 


»|of many differently compounded blasting powders. 


We shail speak of these articles fi:st, and reserve what 
is to be said of gunpowder, gun-cotton, the fulminates 
and others; for another article, fur the reason that 
railroad transportation of nitro-glycerine and its com- 
pounds has been made subject to stringent regulations 
imposed by act of Congress, which do not apply to 
other explosives. There are United States laws re- 
stricting -water carriage of gunpowder and of several 
other dangerous substances, but they do not affect 
railroads, except, poss:bly, where. a railroad ferry is 
involved, or a railroad company undertakes to forward 
by water. The law which does apply to railroads was 
passed in 1866, and is now embodied in United States 
Revised Statutes, $84,278, 4,279 also $$ 5.3538, 5,354. The 
will reatily understand that transportation 
within a single state is expressly excepted from the 
law and left to state regulation, as indeed it must’ be. 
The authority of Congress does not extend to com- 
merce Whoily within a single state. 

For all purposes, under this statute, which can be 
important to railroad men, the terms ‘blasting oil,” 
** glynoin oil.” *‘ nitreleum oil,” ‘ nitrated oil,” may 
be regarded a3 additional names for nitro-g!ycerine; 
while ‘‘dynamite,; ‘‘ dualin.” ‘‘ rend-rock,”, and the 
like are names of compounds. It is made by treating 
glycerine with nitric acid; and is a yellowish, dense, 
heavy liquid; not a true oil, but oily-looking. Ifa 
flame is applied to a small quantity poured in a saucer 
or otherwise free it burns slowly with a smoky flame, 
there is’no explosion. But if lighted when confined; 
or if struck, it explodes violently. Itis very danger- 
ous'to transport or handle, because it easily leaks from 
any can or vessel, and a very slight b!ow on any small 
quantity of it may caus? much injury. Very serious 
disasters bave resulted from workmen in a dopot or 
express oftice mistaking the liquid, when ouzing from 
a box, for sweet oil, and essaying to open the box, or 
to nail it tighter, with a carpenter’s hammer. One 
who should rub, with his heavy hob-nailed boot, drops 
of uitvo-giycerine which had fallen on a depot floor on 
a hot day, would incur imminent risk. Setting a 
can‘near a fire, which has sometimes been done igno- 
rantly to thaw ice from its outside, is highly danger- 
ous; and so, as every one knows, is hurried, rough 
handling. 

To diminish the danger in using nitro-glycerine, it 
is common)y intermixed with some inert substance. 
Thus are formed various blasting powders. Dynamite 
or giant powder is a mixture of nitro-glycerine and 
earth of such kind as will absorb the liquid; it resem- 
bles moist brown sugar. Mica powder is a mixture of 
nitro-glycerine and fine mica. In dualin powder, saw- 
dust and in rend-rock or litho-fracteur, fine earth is 
used, some chemicals being added. There are many 
varieties of these powders aud new ones are being in- 
troduced under new names. Some are in market uuder 
fanciful or trade-mark names, such as Excelsior powder, 
Hercules powder. In t: uth,namesor labels are nota trusc- 
worthy guide «2 those who have the handling of these 
articles. One of the most serious of the depot explosions 
mentioned in the books arose, when dualin was new, 
from the followiag singular circumstances: Some one 
ordered from one factory a quantity of dualin, and 
from another a set of the “exploders” used in firing it. 
By an unfortunate coincidence the twu packages came 
to the same depot of the Boston & Albany Railroad 
on the same day, to be carried to the purchaser. The 


parcels were labeled, but.as the workmen in charge had | J 


never heard of dualin and knew nothing of the office 
of the exploders, they put them side by side in the 
same freight car. Some. concussion caused the ex, 
ploders to ignite the dualin; the entire mass exploded, 
and great injury was done. It is not enough to know 
some of the old-fashioned names of these compounds. 





What is characteristic of them all is, that so long as 
they keep in good condition they are not specially 
dangerous; no moderate blow will explode them ; a 
train wreck might, or. reckless using in loading, but. 
considerate handling will not ; but the fluid is liable 
to ooze away from the sand or sawdust, and* when this 
occurs, all the peril of carrying uncompounded nitro-- 
glycerine is presented. 

The foregoing explanations will show the meaning 
and comprehensiveness of the United States law above 
mentioned. Omitting what relates to water carriage 
and to transportation within a state, the enactment in 
effect forbids owners of goods to put aboard the cars, 
or railroad companies to transport or carry ‘‘ the sub- 
stance or article known or designated as nitro- 
glycerine, or glynoin oil, nitroleum or blasting oil, 
or nitrated vil, or powder mixed with any such oil, or 
fibre saturated with any such article or substance, 
upon or inany * * * vehicle used in transporting 
passengers,” however the same may be packed or 
labeled. Transportation in vehicles not employed in 
carrying passengers is not forbidden, provided the 
dangerous article be ‘* securely iaclosed, deposited or 
packed ina metallic vessel surrounded by plaster of 
Paris, or other material that will be non-explosive 
when saturated with such oil or substance, and sepa- 
rate from all other substances, and the outside of the 
package containing the same be marked. printed or 
labeled in a conspicuous ‘manner with the words 
‘*: nitro-glycerine: dangerous.” The punishment for 
transporting or delivering for transportation on a 
passenger vehicle either of tiie forbidden articles is a 
fine of not less than $1,000 nor more than $10,000 ; and 
if the death of any person (not restricted to any pas- 
senger) is caused by an explosion of the article while 
it is being placed upon the vehicle, transported in it, 
or removed from it, “every person who knowingly 
place or aided or permitted the placing of such 
articles upoa such * * * vehicle, to be so transported, 
is guilty of manslaughter, and shall suffer imprison- 
ment for a period not less than two years.” For know- 
ingly sending or transpurting either of the forbidden 
articles by any mode of conveyance without packing 
and labeling them in the manner above 1equired, 
the punishment is a fine of not less than $1,000 nor 
more than $5,000, one-half to the use of the informer. 

Decisions of the courts upon this law have b2en very 
few. Questions somewhat perplexing may be supposed. 
For instance: Is each car a vehicle, or is the whole 
train one vehicle? In other words, if nitro-glycerine 
be carried in a freight car in which no passengers are 
allowed tu ride, but which forms part of a train carry- 
ing passengers, is the law violated? The language 
might well have been made more explicit. In its de- 
scription of the articles prohibited the law seems well 
drawn to embrace all explosives of the kind. Nitro- 
glycerine is first prohibited by its various names; then 
its compounds are forbidden, not by theirnames, which 
method would easily have been evaded by changing 
names. and would fail when new compuunds were 
devised, but by the principle on which allin use are 
formed, viz., saturating a powder or fibre with the 
nitro-glycerine. Thus it seems to embrace an article 
which has been very recently introduced, and is more 
powerful than any previously known, called ‘** explo- 
sive jelly.” This is a mixture of nitro-glycerine and 
gun-cotton dissolved in ether; it therefore seems to 
come within the description of a ‘fibre saturated 
with ” nitro-glycerine. 

While the law is in-some sense a restriction upon the 
companies, it is in another aspect a valuable protection 
and aid. It gives them an efficient means of prose- 
cuting and punishing any one who may endeavor to 
get these explosives forwarded unknown to the man- 
agement of the roads endangered. The owner or ship- 
per .who may deliver the article aboard the cars un- 
Jabeled or disguised, intending that it shall be carried, 
is liable to punishment, irrespective of the trip being 
commenced. The company may institute a proceed- 
ing under the act against a customer who endeavors 
to deceive its freight agent into accepting the forbid- 
den goods fur carriage. 





East-Bound Rates and Tonnage. 








Mr. Garrett's long letter contains one piece of statis- 
tics of very great value. This gives the total tonnage 
and the earnings therefiom of through east-bound 
freight over the trunk lines during the months of 
July and Angust this year and last. The comparison 
is as follows: 








Tons: 1881. 1880. inc. or Dec. P.c. 
* Pip ROOMS 972.207 1,041,432 D. : 6.6 
August..... ........ 966,253 °963,707 L 2540 0.8 
Two months... 1,938,550 2,005,139 D. 66,589 35 
a ateatncnree $1,908,075 $2,958,300 D. $1,050,225 35.5 
August...0.00000002) Leos.o08 *2'700'878 D. *Losia70. gaa 
Two months. ..$3,576,681 $5,008,276 D. $2,001,505 36.9 
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freight as compared with last year to have been about 
$2,000,000 a month. This confirms that statement. 
The losses on the trunk lines alone by the above actual 
data have been more than a million dollars a month, 
and for most of the traffic the trunk lines 
(east of Buffalo, Pittsburgh, Wheeling and Parkers- 
burg) are not half of the route—for Chicago by Buffalo 
about 46 per cent., from St. Louis via Pittsburgh 42 
per cent., but, of course, a larger proportion from 
points east of Chicago. It isfair toassume that onthe 
average the through east-bound shipments pass over a 
distance twice as long as the trunk line, and this would 
make the losses in July and August something more 
than $2,000,000 a month. This does not include live- 
stock, on which the earnings must be about $200,000 a 
month less than last year; and we have besides this 
the losses on west-bound freight, which have con- 
tinued since July, and on the basis of last year’s busi- 
ness are about $650,000 per month, making a monthly 
loss of about $2,850,000 on freight to all the roads pro- 
rating trunk-line rates, suffered chiefly by the trunk 
lines and their immediate western connections, and 
the roads south of the lakes, north of the Ohio and 
east of the Mississippi. The west-bound shipments are 
so much larger than last year, however, that the earn- 
ings from them in August and September cannot have 
shown nearly so large a reduction as $650,000 per 
month. In August there was 311g per cent. more 
freight carrried from New ,York at rates 45 or 50 
per cent. lower than last year, which, if the same was 
true at the other cities, must have resulted in total 
earnings about $375,000 less than last year. 

The average receipts per ton on the east-bound 
freight mentioned in Mr. Garrett’s letter were $1.841¢ 
this year against $2.83 last, a decrease of 35 per cent. 
Per 100 lbs.; this is 9.2 cents this year against 14.1 last, 
the distance varying from 500 miles (Buffalo to Bos- 
ton), or even 665 miles (Pittsburgh to Boston), to 332 
miles (Pittsburgh to Baltimore, via Pennsylvania Rail- 
road). Probably the average is about 440 miles, equal 
to the distance from Buffalo to New York. This would 
make an average rate on all the east-bound through 
freight of 0.419 cent per ton per mile, this including 
the large shipments of provisions, which pay 5 to 10 
cents more per 100 lbs. (from Chicago) than grain, be- 
sides the higher classes, which, however, are too small 
a proportion of the whole to have much effect on the 
averagerate. The grain shipments from Chicago for 
the last three months have paid§from 0.33 cent and 
0.274 cent per ton per mile, by the shortest route, to 
0.313 and 0.26 cent by the longest. The rates have 
not been made proportionately low from most of the 
places less distant, and the provision rate has been 331 
and 40 per cent. higher. On the other hand a good 
deal of flour has been taken at much lower rates than 
the 15 cents and 121¢ cents per 100 lbs. generally 
charged for grain from Chicago to New York. 

The statistics in Mr. Garrett's letter also confirm our 
statement that in spite of the low rates there has been 
substantially no increase of east-bound shipments on 
the trunk lines over last year. In July and August 
there was even a trifling decrease. There was, how- 
ever, a very large increase in Chicago rail shipments, 
which of course must have been ba’anced by a de- 
creaseelsewhere. In the two months named in Mr. 
Garrett’s letter, when the total receipts of the trunk 
lines from their Western connections were 1,938,550 
tons this year and 2,005,139 last, the through rail ship- 
ments from Chicago were 533,377 tons this year and 
342,088 last; thatis, the Chicago shipments, which were 
only 17 per cent. of the trunk line shipments last year, 
have been 2713 per cent. of them this year. They in- 
cluded last year 1,663,051 tons from other Western 
markets and from local points on their Western con- 
nections last year ; this year but 1,405,173 tons from 

the same sources—a decrease of nearly 15 per cent., in 
" spite of the immense decrease in rates. 








Eastern Grain and Flour Receipts. 


For the nine months ending with September the { receipts 
of flour and grain at the four Eastern ports of the United 
States have been, for two years: 

















% : 881. 1880. Inc. or Dec. _ P.c. 

New York... ..... « 4,314,198 3,477,649 L. 836,549 24. 

Sa oe 1,885,126 1,469,737 I. 415,389 28.3 

Philadelphia ...... 673,504 553,168 I. 20,336 21.8 

daboagets 606, 429,955 I. 176,732 41.1 

Total flour.. .... 7,479,515 5,930,509 I. 1,549,006 26.1 

Grain : 

New York.... .... . 87,808,300 101,356,184 D. 13,547,884 13.4 

PARSE 20,528,338 9782,848 I. 2,745,490 15.4 

Philadelphia wives - 21,069,670 ‘ D. 10,854,375 34.0 

Baltimore... ..... 380, 39,409,728 D. 6,028,775 15.3 

Total grain..... -162,787,261 190,472,805 D. 27,685,544 14.7 
Flour and Grain, bu.: 

117,005,604 D. 9,783,413 84 

24, 665 I. 4,614,740 18.9 

34,413,301 D. 10,312,863 30.0 

41,344,525 D. 5,233, 12.6 

217,160,085 D. 20,715,017 9.5 





1 | station, S. C., northwest 18 miles. Gauge, 5 ft. 





7,000,000 bushels, or 14.7 per cent. 


the percentages of the total at the several ports were: 


small; the differences consist chiefly in a loss of 3.6 per cent. 


at Boston. 
and flour, New York and Boston lose 5,169,000 bushels, 


alone nearly one-half of the whole. 


have seen, there has been a large increase this year, while 
there has been a large decrease in grain ; and, moreover. 
the distribution of flour is very different from that of grain, 


per cent. of the grain ; and Baltimore, which has 2014 per 
cent, of the grain, has but 8.1 per cent. of the fiour. Boston 


less grain—last year not half as much. 
cent. of the flour, but only 1214 per cent. of the grain this 
year. The supremacy of New York and Boston is still more 
marked in the exports than in the receipts of flour. Phila- 
delphia, especially exports, but a small part of its receipts, 
Being a large city it consumes a great deal. 








Railroads of the World. 


Neumann-Spallart’s statistical annual gives the following 
as the mileage of railroads in the five grand divisions of the 
world at the end of 1876, 1877 and 1878 : 











1876 1877. 1878. 
ONG 56. <i cE FS 92,077 95,926 98,437 
Be Pee 88,065 91,267 94,810 
Dns 4256405 p:43-408e0anh 7,944 8,134 8,870 
pS See Serer re ory 2,492 2,972 3,471 
Ry sike «5.00 sebkscoeene 1,746 2,022 2,066 
| ES ee 192,32 200,321 207,654 


In 1879 4,163 miles of new road are credited to Europe by 
the same authority, and in that year we built 4,570 miles in 
the United States, as we did 7,200 miles in 1880 ; couuting 
for Europe an increase in 1880 equal to that of 1879, and for 
the rest of the world a yearly increase since 1878 equal to 
that in 1878, we have a total of 231,562 miles of railroad at 
the end of 1880, of which 107,834 miles were in America 
and 106,763 miles in Europe. Before this time the railroad 
mileage of America has grown to exceed that of Europe, 
and the mileage of the United States alone approaches it 
closely, and that of the United States and Canada probably 
equals it. 

It should be said that the estimate of the construction in 
Europe in 1879 and in other countries than Europe and the 
United States for 1879 and 1880 leaves room for an error in 
the totals, but not for a great one ; as the construction out- 
side of Europe, the United States and Canada is inconsider- 
able, and makes little difference in the totals. The largest 
error is likely to be in the estimate of European construc- 
tion in 1880. The increase of 4,163 miles reported for 1879 
in Europe and estimated for 1880 is much larger than is 
common there: in 1878 the European construction was but 
2,510 miles; in 1877, 3,851 miles. To every 10,000 inhabi- 
tants in Sweden at the end of 1878 thera were 7.18 miles of 
railroad; in Switzerland, 5.62 miles; in Great Britain and 
Ireland, 5.02 miles; in Denmark, 4.64 miles; in Germany, 
4.60 miles; in Belgium, 4.24; in France, 4; in Austria, 
Hungary and Holland, 3 miles; in Spain, 2.36; in Russia, 
1.88; in Italy, 1.81; in Europe as a whole, there were 3.12 
miles of railroad to every 10,000 inhabitants. In the 
United States at the end of 1880 there were 18.37 miles of 
railroad to 10,000 inhabitants, and the length per inhabi- 
tant is rapidly increasing, in spite of the rapid growth of 
population. 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 
Atchison, Topeka & Santa Fe.—The Marion & McPherson 
Branch is extended from Lyons, Kan., west to Ellinwood, 
21 miles. The Walnut Valley Branch is extended from El- 
dorado, Kan., south to Douglas, 24 miles. 

Augusta & Knoxville.—Extended trom Meriwether, 8S. C., 
northward to Park’s, 11 miles. Gauge, 5 ft. 

Baltimore & Cumberland Valley.—Extended from Cham- 
bersburg, Pa., north by east to Shippensburg, 12 miles. 
Boston, Hoosac Tunnel & Western.—Extended west by 
south to Schenectady, N. Y., 12 miles. 

Burlington, Cedar Rapids & Northern.—The Pacific Di- 
vision is extended from Ciarion, Ia., northwest to Liver- 
more, 24 miles. 

Central, of South Carolina.—Track laid from Lane 





Cincinnati, Van Wert & Michigan.—Extended from Van 
Wert, O., northward to Llewellyn, 9 miles. 

Denver, South Park & Pacific.—The Gunnison Extension 
is extended from Alpine, Col., west by south to Hancock, 9 
miles. Gauge, 3 ft. 

Houston & Texas Central.—This company’s Texas Cen- 
tral Branch is extended from Mt. Airy, Tex., northwest to 
Cisco, 43 miles, 

Lehigh & Hudson River.—Track laid from Belvidere; 
N. J., east by north 5 miles. 

Mill Creek.—Completed from Walla Walla, Wash., Ter., 
to Dudley, 8 miles. Gauge, 3 ft. 

Minneapolis & St. Lowis.—Track is laid on the Western 
Branch from Norwood, Minn., southwest to Arlington, 18 





Of the whole gain in‘ 
flour 81 per cent. was at New York and Boston, and 54 per 
cent. at New Yorkalone. Taking flour and grain together 


The changes at New York and Baltimore are remarkably 


at Philadelphia, and a gain of exactly the same percentage 
Of the total loss of 20,715,000 bushels of grain 


Philadelphia and Baltimore 15‘546,000, and Philadelphia 


Our usual tables do not include flour, and in flour, as we 


New York and Boston get 81 per cent. of it, but only 66.7 


receives three times as much flour as Baltimore, but a third 
It took 25.2 per 


Missouri Pacific.—The Central Branch Division has been 
extended from Logan, Kan., west 10 miles. 

Pennsylvania.—Track is laid on an extension of the Lewis - 
burg & Tyrone Branch from Pennsylvania Furnace, Pa., 


ou New York. Boston. “Philadelphia. Baltimore. Total. north by east to Scotia Mine, 11 miles, pee 
re. 54. < 2.3 - x ; —Tra i i iles from 
1880... 53.9 11.2 15.9 19:0 100:00| -, rf Facile. ok is lnid fo.0. paint 


Texarkana, Tex., an extension of 17 miles. 

Toledo, Delphos & Burlington.—On the Southeastern 
Division track has been laid on the connection to Cincinnati 
from the junction (six miles from Dayton), south 514 miles. 
Also on the extension to Gallipolis, from Wellston, O., east 
8 miles, and on the Ironton Extension from Wellston south 
half a mile. Gauge, 3 ft. 

This is a total of 260 miles of newrailroad, making 5,084 
miles this year, against 3,938 miles reported at the corres- 
ponding time in 1880, 2,328 miles in 1879, 1,320 miles in 
1878, 1,505 miles in 1877, 1,719 miles in 1876, 861 miles in 
1875, 1,125 miles in 1874, 2,867 miles in 1873 and 5,066 
miles in 1872. 


LAKE RATES have been lower during the past week than 
ever before. We noted last week that on Wednesday of that 
week one cent a bushel was reported to be the rate from Chi- 
cago to Buffalo, This was true, and no more was offered 
the next day, and Friday and since the few cargoes engaged 
have been at halfa cent a bushel. No vessel would avcept 
this rate but for the fact that the rates on coal from Buffalo 
to Chicago are high ($1.30 per ton), and grain is wanted 
for ballast on the dowa trip. Very few cargoes are taken, 
however, the grain being worth more in Chicago than 
in Buffalo. At this time last year the rate was 51¢ cents. 

Canal rates have also declined helf a cent, and are now 
31¢ cents a bushel for corn and 4 for wheat from Buffalo to 
New York, which are about as low as ever were known. 
Corn by the lake and canal route is now carried from Cbi- 
cago to New York for about 41¢ cents a bushel—lower than 
ever before. 

Ocean rates have changed little. The most common 
quotation for the past week for grain from New York to 
Liverpool by steam has been 3d. per bushel. Scarcely any 
grain is shipped from New York by sail now; but there is 
great demand for sail vessels to take grain from San Fran- 
cisco, for which vessels are chartered at 85s. per ton, which 
is 55 cents a bushel. It now costs about 101% cents (plus the 
New York transfer) to send corn from New York to Liver- 
pool, and perhaps 11 cents to send wheat, against about 26 
at this time last year. At present the ,transportation of 
breadstuffs sufficient for aman’s supply for a whole year 
from Chicago to Liverpool costs about 60 cents—which suffi- 
ciently accounts for the fall in farm rents in Great Britain. 
CANAL SHIPMENTS OF GRAIN were less in the last week of 
September than the week before, but yet larger than in any 
previous week since June 17, when the low rail rate was 
made. But in the last few days the canal shipments have 
fallen off greatly, and at the present rate the Buffalo ship- 
ments for the first week of October will be the smallest of 
the season, and if lake shipments continue to be as small as 
they were last week there will be but little for either canal 
or railroads to take from Buffalo. 


The average shipment by rail and canal per week from 
Buffalo for the four weeks from the opening of canal naviga- 
tion to June 17, and for the 15 weeks of the railroad war 
since June 17, andthe actual shipments for the last weeks 
of the 15 (ending Sept. 30) have been, in bushels: 








— 1881 1880. 
. Ce P..c. 

By canal. Byrail. by Bycanal. Byrail. by 
Av. to rail. rail, 
June 17....1,673,685 1,159,400 41.0 2,671,689 1,280,289 32.4 
Av. since 
June 17....1,173,798 1,774,546 60.0 2,314,995 1,515,023 39.6 
Week to 
Sept. 30....1,527,000 1,549,530 50.3 2,318,420 915,669 28.1 


The average weekly canal shipments this year have been 
500,000 bushels less since June 17 than they were before, 
and the average rail shipments have been 614,000 bushels 
greater. Compared with last year, since June 17 the aver- 
age canal shipments have been 1,141,000 bushels (50 per 
cent.) less this year; the rail shipments 258,500 bushels 
more, there having been a decrease in the average total 
shipments from 3,830,018 bushels last year, to 2,947,344 


AvuGusT EXPORTS AND IMPORTS reported by the Bureauof 
Statistics this year show the percentage at each leading port 
of the total values of exports and imports to have been as 
follows: 








Imports. : 

New York , 78 re 
Boston.... .. . 8.5 10.2 
San Francisco. . 5.4 6.0 
Philadelphia....... 4.3 7.1 
PD nds cba sowet ice cbaba sobaveuetideeie 2.3 10.0 
DPOB s's > aocs 3 sos wanidoraewie tas tides 1.0 4.5 
ME INORG 0 ic Fdsiv i enge sensed 0 vacweawehaes Une 0.4 1.6 
EIN CST ind 0c o. Such hsiulec cc be bee abi IME ce Ss 0.9 
aS ae ieneciainad viebines 0.2 0.9 
Total Gf GOW. iis: .daicdie sd snsgedse ccs 93.9 93.4 


This accounts for all but a very small part of the total ex_ 
ports and imports of the month. The overwhelmingly 
large proportion of imports at New York is about as usual. 
No other place imported an eighth as much. The propor- 
tion of the exports at New York is larger than usual, but 
Boston and Baltimore each exported nearly a fifth as much. 
New Orleans, exporting 41¢ percent. of the whole, imported 
less than 1 per cent. The month is one when cotton exports 
are usually very light, and this prevents the appearance of 
some Southern ports in the list. 








Cu10aco Ralt SHIPMENTS EASTWARD are reported by the 
Chicago Board of Trade to have been only 45,336 tons dur- 





miles. 





ing the week ending Oct. 1, against 57,036 tons the week 
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before (when the total actual shipments were 61,778 tons). 
By its report the percentages by the different routes were: 
Chicago & Grand Trunk, 9.3; Michigan Central, 21.3 ; 
Lake Shore, 34.8; Fort Wayne, 14.9; Pan-handle 12.1; 
Baltimore & Ohio, 7.6. The Lake Shore is far above, the 
Pan-handle considerably above their pool percentages, the 
cthers below. 

If the excess of total shipments over the Board of Trade 
figures was the same last week as the week before, the total 
was 50,078 tons, which is a smaller amount than in any pre- 
vious week since the railroad war broke out, the smallest 
theretofore having been 54,211, in the week ending July 23. 
For the last two weeks (estimating as above for the last), 
and for the 15 weeks from June 18 to Oct. 1, the Chicago 
shipments this year and last have been: 


Week to: 1881. 1880. Increase. P.c. 
PK SOEs 5 ca danoe so adtetei ee 61,778 35,832 25,946 72.4 
Ma,” Miksedes <anmehebhemenan 50,078 35,928 14,150 39.4 
15 weeks to Oct. 1.......... 918,657 573,397 345,260 60.2 


The falling off was to bs expected; the shipments by lake 
from Chicago have almost ceased, prices are so much higher 
there, comparatively, than at the seaboard. 








THE New ORLEANS GRAIN RECEIPTS continue very light, 
though at this time last year they were quite large. For the 
eizht weeks since July, for which we have returns, its re- 
ceipts were 2,699,165 bushels last year, and but 1,20,2457 
this year. In the last four weeks the New Orleans receipts 
have been but 427,795 bushels this year against 1,579,645 
last year in the corresponding four weeks. When the rail- 
road war broke out, New Orleans was ahead of its last year’s 
receipts at that time by 1,486,000 bushels, or 14 per cent., 
the other Atlantic ports being 15,244,000 bushels, or 15.4 
per cent. behind, Sept. 24 New Orleans was 361,000, or 
2.4 per cent., behind its last vear’s receipts ; but meanwhile 
the receipts at the other ports increased greatly. During 
the three months of the railroad war the total seaboard re- 
ceipts have fallen from 99,500,000 bushels last year to 
68,700,000 this year. Even low rates cannot create traffic. 








THE BROTHERHOOD OF LOCOMOTIVE ENGINEERS will hold 
its annual convention Oct. 19 next, at Baltimore. The head- 
quarters there will be at the Carrollton House, but arrange- 
ments for the accommodation of delegates have been made 
also with the Maltby House and the Howard House. The 
meetings will be held at Grand Army Hall. Most railroads 
pass delegates and their wives to and from the convention, 
on presentation of proper credentials. 








NEW PUBLICATIONS. 


Part 17 of the Supplement to Spon’s Dictionary of En- 
gineering concludes a long article on ‘“ Rolling Stock” (36 
pages in this part), very freely illustrated. A very con- 
siderable part of it is devoted to American rolling stock. 
The rest of the part and the beginning of Part 18 are taken 
up with an article on ‘Sanitary Engineering” (80 pages), 
which is followed by articles on ‘‘ Shafts and Shaft Fittings,” 
‘* Steel,” ‘‘ Stone-working Machinery,” ‘‘ Tramways,” and 
‘* Well-sinking and Boring.” Part 18 concludes the Supple- 
ment. 

Gustav E. Stechert, of No. 766 Broadway, has imported 
Bau und Betrieb der Schmal spurbahnen (Construction and 
Operation of Narrow-gauge Railroads, and their econom- 
ical significance for the German Empire), by W. Hostmann, 
@ small octavo volume of 96 pages, with seven lithographic 
plates. Hostmann is a strong advocate of narrow-gauge 
roads for local traffic. 

The same importer sends us Die Technologie der Eisen- 
bahn-Werkstdtten (Technology of Railroad Shops), by F. 
Oberstadt, General Master of Machinery and Manager 
of the Central Shops of the Dutch State Rail. 
roads—a volume of 190 large pages and 21 plates, whose 
nature may be judged by the chapter heads, which are 
‘* Smithing,” ‘* Brass-founding,” ‘“‘ Turning: Treating Metals 
with Machine Tools,” ‘* Boiler, Coppersmith and Tin Shops,” 
‘*Wheel and Axle Repairs and Locomotive Fitting,” ‘‘Wood 
working,” “‘ Painting and Upholstering,” “Arrangement of 
Shops,” and ‘ Materials.” 











Observations on. English Railroads—Manchester. 


Lonpon, Sept. 22. 

The first impression produced upon a stranger on visiting 
Manchester is that itis a very smoky place. It has, of 
course, a world-wide reputation as the centre of epormous 
manufacturing interests, to which no other reference will be 
made here excepting to describe several establishments 
which make rolling-stock for railroads. The old firms of 
Sharp, Stewart & Co. and Beyer, Peacock & Co. are at Man- 
chester, the former almost in the heart of the city and the 
latter at Gerton, a suburb of it. 
LOCOMOTIVE AND TOOL WORKS OF SHARP, STEWART & CO. 

The shops of Sharp, Stewart & Co. consist of old and 
somewhat rambling buildings, in which the tools and facili_ 
ties for doing work have accumulated for many years. The 
product of this establishment is about equally divided be- 
tween machinists’ tools and locomotives. About 1,300 men 
are employed, and thecapacity of the works is from sixty to 
seventy locomotives per year. At the time they were visited 
the shops were not nearly occupied to their full capacity. 
All through them, though, the evidences were apparent that 
work was very carefully done. An American engineer on 
visiting an establishment of this kind is struck with the fact 
that the design of locomotives in Europe is determined 
much more by the buyer than it is in America. In the 
latter country it is rare that anything more than a geveral 
specification is given of the dimensions and design of 
engines, the details being left very largely to the builder, 








description are often given, and an inspector is sometimes 
sent to see that these are properly carried out. The result 
is that, instead of each firm having types of engines of its 
own, it simply makes what has been designed by different 
locomotive superintendents or engineers of the railroads 
for which the locomotives are built. The builders 
make a good deal of complaint about this, and say, doubt- 
less truly, that the cost of construction is thus increased in 
‘two ways; first, it prevents them from using uniform pat- 
terns, and, second, the design of the work is made bya 
person who has no direct interest in keeping the cost of 
manufacture as low as possible; consequently expensive 
forms are adopted for the different parts when, often, 
cheaper ones would answer as well. On the other side of the 
question, the locomotive superintendents say that they ought 
to know better than any one else the requirements which 
engines shoul 1 fulfill on their lines, and that if a person fill- 
ing such a position is not competent to design a locomotive 
he ought not to be where he is; and one of them said to the 
writer, with perhaps characteristic English confidence in the 
practice of bis own country, that “the American locomotive 
is to-day substantially what it was 25 years ago, because 
on your lines the locomotive department is generally made 
subject to the authority of a traffic manager, and your 
master mechanics have not the authority to design their 
own engines.” It must be admitted that there is some truth 
in what he said, and yet when one sees some of the results 
of designs made by persons with only a limited experience 
in doing that kind of work, it may bea question whether 
the manufacturers, who have more practice in designing 
them, are not after all the most competent men to doit. It 
is, of course, true that their object is chiefly to make the 
most money out of their contracts, and consequently build en- 
gines at the lowest possible cost, and thus they are very apt 
to fall into the habit of resisting the adoption of any new 
features which they may think will add to the expense of 
manufacture, and thus improvement is hindered. The ques- 
tion, therefore, seems to resolve itself into this: to dimiuish 
the cost of locomotives, let the builders design them; to im- 
prove their construction, give the locomotive superintend- 
ents liberty and authority over those things in their own 
department about which they know—or should know—more 
than anyone else. 

This digression seemed necessary, though, to explain what 
one sees, or rather does not see, in English locomotive shops; 
that is, types of engines characteristic of the different 
builders, In the United States a Baldwin, a Rogers anda 
Mason engine are distinct types, designed and made by 
each of the companies named, with features characteristic 
of their designers. So far observation does not indicate that 
such is the fact among English builders. Even the details 
and methods of manufacture are governed here by the 
specifications furnished. 

Messrs. Sharp, Stewart & Co. have for years been manu- 
facturing injectors for locomotive and stationary engines. 
They have recently taken up and are now making an in- 
jector to work with exhaust steam, which results in an im- 
portant economy by returning to the boiler the heat and the 
work impartel to the feed-water by the escaping steam, 
which otherwise would be wasted, instead of using live 
steam, which can be employed for doing useful work. The 
singular thing is that steam of so low a pressure, as the ex- 
haust must necessarily have, should be able to force water 
into the boiler against the much higher pressure therein. 


LOCOMOTIVE WORKS OF BEYER, PEACOCK & CO. 


The works of Messrs. Beyer, Peacock & Co. cover an area 
of 14 or 15 acres, employ about 2,000 men, and have a capac- 
ity for 200 engines per year. The shops are very well ar- 
ranged, with excellent facilities fer doing work. They have 
built a great variety of engines, among them a number of 
the American type with tour-coupled driving-wheels and a 
truck, and also others of the Mogul ‘plan. Some of the de 
tails of these have been worked out English-fashion, which 
no doubt will give very excellent results. There are several 
things of which English locomotive builders and superin- 
tendents seem to be firmly and irrevocably convinced. One 
of these is the superiority of plate to bar frames. Left to 
themselves, therefore, they will inevitably use the former in 
any type of engine given them to work out. It would, of 
course, with English practice before one’s eyes, be simple 
folly to say that very excellent results may not be attained 
by the use of plate frames, but al] the superiority claimed 
for them is not admitted. Before leaving England, though, 
writer hopes to get some data and information which will the 
enable him to present the relative merits of plate and bar 
frames in a form which will be more conclusive than mere 
personal preference now is. 

The interest to American railroad men, which attaches 
itself to the preference that exists here for certain forms of 
construction, grows, in part, out of the question, which has 
often been asked recently, whether it would not be possible 
to have locomotives built in England for some of our Ameri- 
can lines. If report speaks truly, itis now impossible to 
have an order for locomotives filled at any of the shops in 
the United States before 1883. The requirements of traffic 
on many lines demand an increase of motive power before 
then. There is, of course, the very serious obstacle of a duty 
of 40 per cent., which must be paid on all engines imported 
into the United States. If, however, engines from England 
could be delivered on some of the roads there six or nine 
months earlier than they can be if ordered from American 
builders, they would, in that time, probably earn a good 
deal more than the import duty to be paidon them. On 
inquiry it was found that none of the builders have felt dis- 
posed totake an order, unless it was a very large one, for 
engines with complete American details. The reason given 





whereas here complete drawings and the most minute 


was, that such an order involved a large expenditure for 





special patterns and tools. The manner of doing the work 
is very unlike that to which their men are accustomed, and 
consequently it would be more costly. But it was said at 
Manchester, arid later at Glasgow, that if an order with 
general specifications were sent to them, and they were 
allowed to work it out with English details,.they could de- 
liver engines in about nine u.onths from‘receipt of the 
order, and, it was added, ‘“‘Such engines will do better 
service than they would if built altogethér after 
the American plans.” It would be asking too much to 
expect locomotive men at home to give full credence to 
the latter statement, but that a railroad company could get 
very good locomotives, if they were built in that way, there 
can be very little doubt, There would be some difficulty 
about the material for the fire-boxes, as English steel, it is 
universally asserted, will not stand the service in fire-boxeg. 
Admirable, too, as English skill and ingenuity are in de- 
signing machinery, it seems to be as much at loss in making 
atruck or ‘“‘bogie” as a Yankee would be in making a 
fiddle. Therefore it would ba wise to furnish special draw- 
ings for that part and also for the cab, cow-catcher and 
chimney, if the latter has a spark-arrester. To have the 
work done satisfactorily it would probably be necessary to 
send a competent man over here to superintend the design 
and construction of the engines. It is difficult to get any 
figures here or at home which could be compared without 
an actual order in hand; but unless prices there 
have gone up very much during the last three or 
four months, the cost for engines here would be fully as 
great as they would be if ordered in America, possibly 
greater. Including the time consumed in placing the order, 
and in the shipment of the engines, doubtless it would take 
a year before they could be delivered. There is, therefore, 
no immediate prospect of a large business in locomotive- 
building growing up here for American roads, although it 
seems possible that, if trafficand building of new lines should 
continue to increase as they have done recently, some roads 
will find it necessary to come here for engines. 

All of Messrs. Beyer, Peacock & Co.’s shops, in which 

heavy weights must be moved, are supplied with traveling 
cranes, In the boiler shops, tank shops and erecting shops 
there are such cranes for hoisting and moving the engines 
and parts of engines. This system seems to be universal in 
all shops in England, and is one which American engineers 
would do well to imitate. 
The arrangement of the stationary engines for driving the 
shafting and machinery was new to the writer. The boilers, 
in the first place, were located in an open space between the 
shops, as nearly central as possible. Then, instead of hay- 
ing one large engine to drive all the machinery, as is usually 
the case, there isa very simple form of vertical engine at- 
tached to the end of each line of shafting, and connected 
directly to a crank on the latter. The engine consisted of a 
locomotive cylinder, connecting-rod, eccentrics, valve, etc., 
and was fastened to a post or bed-plate in the wall. Steam 
was conducted to each of these engines by pipes very thor- 
oughly coated with a non-conducting material. The advan- 
tage of this system, it is said, consists in the fact that the 
engines are of the simplest possible form, and that in case of 
a break-down, only one line of shafting is stopped. Any 
one of the engines can be repaired and only a portion of the 
machinery is then idle. The same system is in use in the 
shops of Messrs. Neilson & Co. in Glasgow. 

Among the orders which Messrs. Beyer, Peacock & Co. 
were filling was one for 20 mogul engines for the govern- 
ment railways of New South Wales. They have 18 x 26 in. 
cylinders, and 4 ft. wheels. The plan was generally that of 
an American Mogul engine, but built with English details, 

All the seams in the barrels of the boilers are made with 
butt joints, and the base of each dome is strengthened by a 
ring outside, to which the dome proper is bolted, and by 
another reinforcing ring inside 2 in. wide x 1 in. thick. 


THE ASHBURY CARRIAGE WORKS. 
The works of the Ashbury Railway Carriage and Lron 


Company are near those of Messrs. Beyer, Peacock & Co. 
The former company, as its name indicates, is engaged in 
the manufacture of iron and railway “ carriages.” lt also 
makes large numl ers of wheels. The iron works were idle 
and the carriage department only partly filled with work. 

Some long bogie carriages, 56 ft. long over the body, were 
in hand, and one of them was justcompleted. They have 
six-wheeled trucks, the design of which might be quoted in 
proof of the assertion above about English capacity for de- 
signing such work. The general arrangement .was that of 
compartments with side doors. There were four first-class, 
two second-class and two third-class compartments. Each 
first-class compartment seats six passengers, each second- 
class eight and each third-class ten, making a total of 60 
passengers. The weight of the car is 27 tons, or a little 
over 1,000 Ibs. per passenger. The length of the first-class 
compartments, measared lengthwise to the truck, is 7 ft. 4 
in., and of the others 6 ft. 10 in. 

The system of framing car-bodies in England is essentially 
different from the practice in America. Here the body it- 
self is entirely separate from the under-frame, as it is called, 
or what Americans call the sills or floor frame. In Ameri- 
can cars the body posts are mortised into the side siJls, and 
the upper portion of the body and the sills are thus all 
framed together and form one structure. The fact that we 
have no side doors enables us to truss or brace the side below 
the window sills with diagonal members, so that the sides 
form a girder witha depth equal to the height of the window 
sills above the bottom of the side sills. The side doors of Eng- 
lish carriages, however, make the side bracing impossible, and 
therefore they must depend upon the under-frame for 
strength. As the body of the four-wheeled English 
carriage is only about 30 ft. long, it is not difficult to get 
strength enough in this way, and although those with six 
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wheels are longer, they are supported under the middle, so 


that they too can be made strong enough. The body itself, 
as stated above, is framed separately from the under-frame, 
and is bolted to the latter with india-rubber blocks between 
them, While this system is very well suited for the small 
four and six-wheeled ‘ carriages,” the conditions are very 
different for a ‘ bogie” car 54 ft. long, which is supported 
only on the centres of the bogies or trucks. It is then very 
difficult to get strength or stiffness enough if we {must de- 
pend upon the under-frame alone for it. In theconstruction 
‘of the cars which we are describing, the bodies are framed 
English-tashion, that is, separate from the wunder- 
frames, and the latter are strengthened by reinforcing the 
sills with wrought-iron plates on the outside and making 
them deeper in the middle than at the ends. Cars with side 
doors on the old Camden & Amboy Railroad, which were 
built thirty or forty years ago, were made in this way. It is 
not a neat form of construction nor a strong one. It is 
proper to say, though, that the Asht ury Carriage Company 
is only carrying out the designs furnished it. 

The finish of these cars is, however, very neat, and if one 
of them could only be submitted to the observation of every 
superintendent and car-builder in the United States, they 
would, we think, be profited by the study. There is an 
absence, as there is in all English * railway carriages,” of 
the tawdry decoration which is only too common with us. 

As stated above, the Ashbury Carriage Company manu- 
factures large numbers of wrought-iron carriage and wagon 
wheels, There was thus an opportunity of seeing the process 
of making these in their works, but it cannot be explained 
clearly without engravings, and therefore it must be re- 
served for the future. 

SHOPS OF THE MANCHESTER, SHEFFIELD 
RAILWAY. 

The shops of the Manchester, Sheffield & Lincolnsbire 
Railway are also in the immediate vicinity of the two estab- 
lishments last described. The company has 266 miles of 
road and 451 locomotives. The shops are very large, and 
employ about 3,400 men and boys. Mr. Charles Sacre, the 
Engineer and Locomotive Superintendent, is a believer in 
the bogie system for locomotives, and is'using a considerable 
number of cars with trucks. His practice with reference to 
locomotives differs from that of most of his brethren, 
that he uses both iuside and outside frames. 
are all inside. 

It would be very interesting if a comparison or something 
like a fair basis could be made of the performance of such 
an engine as he is using with an American locomotive. The 
great difficulty in dong this is that it is impossible to get 
any statistics showing the amount of work done by English 
engines. An American is constantly told here that English 
engines are much more economical in the consumption of 
coal per mile run than ours are in America. But this state- 
ment simply means nothing unless there is something to 
show the loads hauled. If any figures are given, they are 
isolated ones and not average data taken from the whole 
traffic of the line. One cannot help but see that railroad 
managers here would gain very great advantages if they 
kept such records and accounts as would indicate the quantity 
of traffic in ton-miles and passenger-miles. Such figures would 
inevitably suggest reforms in working their lines in directions 
where now their possibility is not even snspected. So far as it 
has been possible to learn, English locomotive superintendents 
and railway managers do not know the quantity of fuel con- 
sumed in proportion to the work done, or if they do know 
they won’t tell. The unwillingness of the former to load 
their engines to their full capacity, and the tempiation, 
when the efficiency of their management is measured by the 
consumption of fuel per mile run, to take as light Joads as 
possible, is a matter of past railroad history in the United 
States. Happily, it may also be added that the enormous 
economy resulting from increasing train-loads is now also 
fully realized by intelligent American railroad managers. 
In England, apparently, in relation to this subject, they 
have not advanced to the stage in which inquiry is made as 
to the extent of the evil. The conditions of traffic are of 
course very different here from what they are in America, 
but human nature is very much alike in both countries, and 
. 80 long as the evidences of an evil do not exist, it is not 
likely to be reformed. It may of course be true that Eng- 
lish engineers are much more economical in fuel consump- 
tion and cost of repairs than ours are, but even fuel economy 
may be bought too dearly; it is suspected Eaglish railways 
are not doing this. M. N.F 
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The Lion and the Leopard. 


The Lion and the L2opard, who had been Partners in hunt- 
ing, quarreled, and each hunted for himself; and in so doing 
they frightened the game away from each other, and each 
caught much less than before. The Leopard was anxious to go 
into partnership with the Lion again, and thus addressed him: 
** Behold. Lion, by your conduct you rob not me only. but 
your own Whelps of their food.” So saying, he gave the 
Lion a Vicious Bite in a Tender Part. Thereupon the Lion, 
though he was tired of hunting alone, rushed away and 
frightened off the Game which the Leopard was hunting, 
and went off by himself again, hungry, but leaving the Leo- 
pard and his Whelps also famishing. 

This fable teaches that it is not always wise to Relieve 
our Minds if we wish to Get our Dinners. 
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RAILROAD ‘EARNINGS IN AUGUST. 
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Ala. Gt. Southern 290! 290 
Atchison, Top. & St. F. 1,623) 1,382) 
Bur., Cedar Rap. & No. 492 
Cairo & St. Louis 
Central Iowa 

Central Pacific 
Chesapeake & Ohio.. 

Chi & Alton 

Chi., Mil. & St. Paul.. ] 
Chi. & Northwestern. ..} 
Chi., St. L. & N.O ....| 
Chi., St. P., Minn. & O.,| 
Cin.. Ind., St. L. & Chi. 
Cin. Southern. 

Cin. 








3,800) 
2,890) 


572) 
960) 


Cleve..Mt.Ver. & Del...| 
Col , Hock’g V. & Tol. 
Denver & Rio Grande.. 
Des Moines & Ft. Dodge 


East Tenn., Va.& Ga... 
Flint & Pere Marq 
Gulf, Col. & Santa F.. 
Hannibal & St. Jo. .... 
Houston, E. & W. Tex. 
Houston & Tex. Cen. 
lll. Cent., Dil. lines. .... 
vo Re 
Ind., Bloom. & West.. 
Ohio Div. 
Ind., Dec. & Spring. 
Lake Erie & West 
Louisville & Nashv.. . 
Memphis & Charleston 
Memphis, Pad. & No.. 
Mil., Lake Sh. & ae 
Mo., Kan. & Tex.. 
Mobile rs Ohio.. 
Nash , Chatta. & Bt. L. 
&e —— 
Norfolk & Western. 
Northera Central. 
Northern Pacific. 
Paducah & E’town 
Pennsylvania. oh 
Peoria, Dec. & Evans. 
Phila. & Reading 
St. L., Alt. T 
Main Line... 
Belleville Line. : 
St. L., Tron Mt. & So.. 
St. L. & San Francisco. 
St. P.,Minn. oe 
Scioto Valley 
South Carolina.. 
Texas & Pacific 
Tol., Delphos & Burl.. 
Union Pacific. 
Wabash. St. L.& P... 
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Total, 59 roads .... 42,960'37,861 5.11 
. oo, 


- | 29,242,639 
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24,087,363 


5,287,698 132,422 
5,155,276 


RAILROAD EARNINGS, EIGHT MONTHS ENDING AUGUST 81. 


MILEAGE. 


Name oF Roap. 


.| 1880, Inc. Dec P.c. 


$ 

470,791 
1,380,496 
269.199 
14,807,926 
1,787,245 
4,693,628 
10.367,000 
13,232,032 
2\369,223 


Ala. Gt. Southern ... 
Bur., Ced. Rap. & No. 
Cairo & St, Louis 
Central Pacific.... 
Chesapeake & Ohio... 
Chicago & Aiton. 
Chi., Mil. & St. Paul... 
Chi. & Northwestern.. 
Chi., St. L. & New Or. 
Chi., St. Paul, Minn. 
&0O 


Qe. Ind.,St. L. & Chi. 
‘in. & Springfield... 
po Gat. = &ind. 
Cleve., _& 
Denver z G 
Des Moines & Ft. D'ge 
East Tenn., Va. & Ga 
Flint & Pere Mar..... 
Great Western... . 
Hannibai & st. Jo.. 
Houston, E. & W. Tex 
Houston & Texas Cen 
Tl, Cen.. Tl. lines ... 
Iowa lines. 
Ind.. Bloom. & West.. 
Ind., Dec. & Springf..° 
Lake Erie & Western. 
Louisville & Nash.... 
Mem. & Charleston. . 
Mem., Pad. & No 
Mil., Lake Sh. & West 
Mo.. Kan & Texas 
Mobile & Ohio.... -.. 
Nash.. Chatta. & St.L. 
Norfolk & Western... 
Northern Central..... 
Northern Pacific...... 
Pad. & E’town........ 
Pennsylvania 
Peo., Dec. & Evansv.. 
St.L,,A.&T.H., M. Li’e 
Belleville Line 
St. L., Iron Mt. & So.. 
St. Louis & San Fran. 
St. P.. Minn. & Man .. 
Scioto Valley 
South Carolina 
Texas & Pacific 
Union Pacific 
Wab., St. L. & Pacific. 


Total, 50 roads.. 
Total increase... 
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New York, Nov. 29. The ne register for voting - pondholders 


will be open from Sept. 30 to Oc 


Toledo, —— ¢é Burlington, stockholders’ meeting, in 
Toledo, O., Oct. 19. 


Railroad Conventions. 


The Railroad Commissioners’ Convention has been rigs 
to hold the fourth annual meeting in Atlanta, Ga., Oct, 1 
par ene Time 


Convention, will meet in New York, 
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The ong Raihoay Tém Time Convention will meet in New 
York, Oct. 14. 

The Brotherhood of Locomotive Engineers will hold its 
annual convention in Baltimore, Oct. 19, 

The International Road-Masters’ Association will hold its 
adjourned cohvention in Cleveland, O., Nov. 16. 


Dividends. 





Dividends have been declared as follows: 
Pittsbuvgh, Ft. Wayne & Chicago, 1% percent., quarterly, 
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on special stock ble Oct. 1; also 18% per cent. , quarter] 

on regular stoc H yo be Oct. 4. oer - - 
ml & Black River, 2 per ceut., semi-annual, payable 
és Rateigh & Gaston, 3 per cent., semi-annual, payable 


Nashua & Rochester (leased to Worcester & Nashua), 114 
per cent. ; semi-annual, 7 ped Oct. 1. 
National. Car Co., 2% per cent., quarterly, payable 
Sioux City & Pacific, 344 per cent., semi-annual, on the 
preferred stock, payable Oct. 5. 4 
d 4 ht Equipment Co., 5 per cent.,. semi-annual, payable 
ict. 1. 


Vermont & Massachusetts (leased to Fitchburg), 3 per 
cent., semi-annual, payable Oct. 7. 

Delaware, Lackawanna & Western, 184 per cent., quar- 
terly, porate Oct. 20. Transfer books close Oct. 5, 

West Jersey, 4 per cent. from the surplus earnings of the 
current year. 7 


Foreclosure Sales. 

The Adirondack road was sold under foreclosure of mort- 
gage at Saratoga, N. Y., Sept. 29, and bought for $350,000 

y W. W. Durant and Wm. Sutphen, trustees for the bond- 
holders. The road is in operation from Saratoga to North 
Creek, 58 miles. The rao also owned large tracts of 
wild land in Northern New York, situated chiefly on the 
line of a proposed extension of the road to Ogdensburg. The 
bonded debt was $6,000,000, and the unpaid interest 
amounted to about $3,600,000 more. 








ELECTIONS AND APPOINTMENTS. 


Allegheny Valley.—Mr. Wm. D. Shields has been ap- 
pointed Car Accountant, with office at Pittsburgh. 


Atchison, Topeka & Santa Fe.—Mr. M. C. Wheeler has 
been appointed Division Master Mechanic at Wallace, N. M. 
He was recently Master Mechanic of the Central Iowa road. 


Boston, Lowell & Concord Line.—The joint management 
of the Boston & Lowell and the Concord roads is now made 
up as follows: Manager, Henry C. Sherburne ; Treasurer, 
C. E. A. Bartlett ; General Superintendent, H. E. Chamber- 
lin ; General Freight Ageuk, J. W, Hildreth ; General Pas- 
senger Agent, J. W. Wardwell ; Auditor, Charles Mellen ; 
Cashier and Paymaster, A. J. F. Webster. 
offices are in Boston. 


Burlington & Ohio River.—The following officers have 
been chosen fcr this new company: President, Wm. Sherley, 
Staunton, Ill.; First Vice-President, H. C. Clay, Jackson- 
ville, Ill.; Second Vice-President, J. L. Plain, Carlinville, 
lll.; Secretary, L. C. Glessner, Carlinville, [1].; Treasurer, 
Milton McClure. 


Canada Southern.—Mr. Frederick J. Hill has been ap- 
pointed Freight Agent in Detroit, in place of A. E. Smith, 
resigned. 





The general 


Cape Girardeau.—The officers of this company are; Louis 
Houck, President: Thomas F heeler, Secretary. and 
Auditor; Leon J. Albert, Treasurer; Wm. A. Penny, Super- 
intendent. Office at Cape Girardeau, Mo. 


Chesapeake & Ohio.—Mr. M. B. Leonard has been ap- 
pointed Superintendent of Telegraph, and will have charge 
of all this company’s a -lines, including those over 
= Elizabeth, Lexington & Big Sandy and the Peninsula 
¢xtension. 


Chicago & Alton.—Mr, J. F. Pendleton has been appointed 
Claim Agent for the settlement of ail stock and fire claims 
originating in the state of Missouri, with office at Kansas 
City. Mr. L. L. Hatch will continue the settlement of 
claims originating in the state of Illinois, with office at 
Bloomington. 


Chicago, Burlington & Quiney.—Mr, C. E. Perkins was 
chosen President of this company in place of John M. Forbes, 
resigned, at a meeting of the board in Boston, Sept. 30. Mr. 
Perkins has been connected with the road a number of 
years, serving as Superintendent of the Burlington & Mis- 
souri River line, General Superintendent, General Manager 
and Vice-President. 

Mr. D T. Bacon has been appointed Superintendent of 
the Middle Iowa Divison, with office at Ottumwa, Ia. He 
was recently on the Pittsburgh, Cincinnati & St. Louis road, 


Chicago, St. Louis & New Orleans.—Mr. James C. 
Clarke has been chosen President, in place of W. H. Osborn, 
resigued. Mr. L. T. Brien, late Assistant General Manager, 
has been chosen Vice-President in place of Mr. Clarke. 


Chicago & West Michigan.—The directors of this com- 
pany as consolidated are: George C. Kimball, ethene, 
Mich. ; Charles Francis Adams, Jr., Alpheus borate i. 
Hunnewell, Charles Merriam, ork. O. Shattuck, Frank 
Shaw, Nathaniel Thayer, Nathanial Thayer, Jr., Boston. 

Mr. L. 8. Graves been appoin Car Accountant, 
with office at Holland, Mich. 


Corning, Cowanesque & Antrim.—Mr. C. E. Gorton has 
been appointed Assistant to the Superintendent. Mr. C. K. 
Minor succeeds Mr. Gorton as Car Accountant. 


East Tennessee, Virginia & Georgia.—Mr. R. B. Pegram, 
Jr., is appointed hepa of the Memphis Division. 
He was recently a division superintendent on the Interna- 
tional & Great Northern. 


Empire Line.—Mr. George W. Cross having resigned the 
position of General Freight Agent and Western Superin- 
tendent, to take effect Oct. 1, 1881, Mr. L. G. Kies has been 
appointed Western Superintendent, with office at Cleveland, 
O. The office of General Freight Agent is abolished. The 
duties of that position, so far as east-bound business is con- 
cerned, will be performed by the Western Superintendent 
and on west-bound business they will be performed by the 
Manager, in connection with bis other duties. 

Mr. James C. Walters has been appointed Agent at Cleve- 
land. O., succeeding Mr. L. G. Kies, promoted. 


Framingham & Lowell.—The directors of this new com- 
pany, successor to the old one of the same name, are : 8. N. 
Aldrich, H. A. Blood, James W. Clark, John Fletcher, D. E. 
Harding, Edward Hastings, J. R. Kendrick, Ja.ob Nichols, 
S. B. Rogers,'Nathaniel Thayer, Jr.; Clerk, E. D. Hewins. 


Herkimer, Newport & Poland.—The board has elected 
E. M. Burns, of Middleville, N. Y., President in place of 
Thomas W. Spencer, resigned. Mr. Albert Wilbur bas been 
appointed Chief r to succeed Mr Spencer (who held 
that office also), and Mr. Spencer has been appointed Con- 
sulting Engineer. 


Highland Junction.—At a meeting of the directors of this 
new company in New York, Oct. 8, the following officers 
were chosen: President, Vincent C. - 


Manager, Charles , Augustus T. 
Docharty. 


Iron Mountain & Helena.—Mr. D. Stillinger is appointed 


H. Swan; 





Acti oo nden in place of Mr. 1.. Hamer, resigned. 
Office at elena, ark 

Kentucky Central.—Mr. C. A. Haslett has been appointed 
Agent for this road in Cincinnati in place of H, M. Stephen- 
son, resigned. 


Lehigh Valley.—Mr. John H. Heckman has been appointed 
— General Freight Agent, with office at Mauch 
hunk, : 


Louisville & Nashville.—At the annual meeting in Louis- 
ville, Oct. 5, the old board was re-elected, and su uently 
re-elected C. C. Baldwin President; E. P. Alexander, First 
Vice-President; George A. basig a aye = Second Vice-Presi- 
dent; W. Ranney, Secretary; A. M. Quarrier, Assistant to 
the President and Assistant Secretary. ; 

The yg ees.) circular has been issued by General Mana- 

F. de 7 


‘“ F. W. Vaughan has this day been appointed coasulting 
engineer of the Henderson Bridge Company. with head- 
Ft a at Louisville, Ky. All employésin the Engineering 

ment of that Company will respect and obey his 
orders. : 


Marietta & Cincinnati.—Messrs. James H. Stewart and 
Samuel Woodward have been appointed Receivers in place 
of Jobn King, Jr., resigned. Mr. Stewart is General Super- 
intendent of the road.and Mr. Woodward is General Super- 
intendent of the Cincinnati Southern. 


Minneapolis & St. Louis.—Mr. T. L. Holmes has been ap 
pointed Train Master, in place of Mr. F. B. Converse, as- 
signed to other duties. 


New York, Lake Erie & Western.—Mr. G. M. Farnham 
has been appointed Northwestern Traveling Agent, in place 
of M, 8. Giles, resigned. 


New York, New Haven & Hartford.—Mr. Charles P. 
Clark has been chosen Second Vice-President, a new office, 
and assumed the duties of thaf position Oct. 1. His office 
will be in New York. It is understood that Mr. Clark will 
relieve Vice-President E. M. Reed of the active mana,ement 
of the road, and will be in effect its General Superintendent. 
Mr. Ciark was for several years one of the trustees in bank- 
ruptcy of the Boston, Hartford & Erie, and was afterward 
General Manager of the same road under the New York & 
New England Company. He is spoken of as an active and 
intelligent railroad man with modern ideas—the kind of man 
much needed on the New Haven road. 


Northern Central.—Mr. R. H. Soule is appointed Superin- 
tendent of Motive Power of the Susquehanna, Shamokin, 


Elmira and Canandaigua divisions, in place of Howard ® 


Fry, resigned. His office will be at Williamsport. Pa. Mr. 
A. O. Dayton succeeds Mr. Sewell as Superintendent of 
of Motive Power of the Baltimore Division. Mr. Dayton 
was recently on the Pennsylvania Railroad at Altoona. 


Northern Pacific.—Mr. G. W. Cross has been appointed 
Superintendent of Transportation, a new office. Mr. Cross 
was recently Western Superintendent of the Merchants’ Des- 
patch Line. 


Ohio & Mississippi.—The United States Circuit Court 
has decided to appoint Mr. John M. Douglas Receiver in 
place of Mr. John King, Jr., resigned. Mr. Douglas was 
tormerly President of the Illinois Central Company, and is 
recognized as a man of ability, wide experience and un- 
questioned honesty. He is entirely independent, and has 
had no connection with either of the parties in the contest 
over the management of this road. 


Pennsylvania.—Mr. Milton H. Smith, for several years 
General Freight Agent of the Louisville & Nashville Rail- 
road, and for the past three years General Freight Agent 
of the Baltimore & Obio, has uccepted an appointment as 
General Agent of the Pennsylvania Railroad in New York, 
taking the place (but not the title) occupied for so many 
years by Mr. J. L. Gossler, who has resigned. Mr. Smith 
was reputed one of the ablest men in the ranks of the gene- 
ral freight agents. Mr. Smith’s ene dates from 
Oct. 1; his office is at No. 435 Broadway, New York. 


Pennsylvania & New York.—Mr. John H. Heckman has 
been appointed Assistant General Freight Agent, with office 
at Mauch. Chunk, Pa. 


Peoria, Decatur & Evansville.—Mr,. Jas. W. Morris has 
been appointed Chief oe of this company, with office 
at Mattoon, IlI., and will have full charge of maintenance of 
road-bed, bridges and buildings. 


Port Royal & Augusta.—Mr. R. R. Billups has been 
appointed General Agent at Atlanta, Ga. He was formerly 
Passenger Agent in that city for the Piedmont Air Line. 


Providence & Worcester.—Mr. Jamss A. Windsor has 
been appointed Auditor, in place of C. A. Welton. 


Texas d& Pacific.—Mr. George L. Sands has been appointed | Y 


Assistant General Superintendent, with office in ees 
Tex. All division superintendents will report to him an 
receive their orders from him. 


Wabash & Erie Line.—Mr. George F. Nutter has been ap- 
inted General Agent in Boston. He was formerly Traffic 
anager of the Indianapolis, Decatur & Springfield. 


Wabash, St. Louis & Pacific.--The Cairo & Vincennes, 
the Danville & Southwestern and the St. Francisville & 
Lawrenceville roads, recently purchased, will be known as 
the Cairo Division and will be under the charge of Col. 
Robert Andrews, General Superintendent of the Eastern 
Division. Mr. George Skinner is appointed Superintendent 
of the Cairo Division, and Mr. M. Pennington Assistent 
Superintendent and Division Freight Agent. Mr. Skinner 
was formerly on the Peoria, Pekin & Jacksonville road. 





PERSONAL. 
—Mr. George M. Patten has resi his position as Gen- 


gned 
eral Manager of the Painesville & Youngstown Railroad. 
No successor will be appointed. 


—Mr. Albert W. a has resigned his position as 
Cashier and Secretary of the St. Johnsbury & Lake Cham- 
plain road, and will go to Minnesota to live. 


—Mr. Jobn M. Forbes has resigned his position as Presi- 
dent of the Chi , Burlington & Quincy Company. It 
has been reported for some time that Mr. Forbes intended 
to resign. 

—Mr. 8. C. Scoville, Secre of the Nevada & OU 
Company, died at Reno, Nev., 3, from the effects of a 
pistol shot wound received at a a meeting of the stockholders 
a week before. 


thern 


and | was recently offered to Mr. James T. Furber, now Superin- 
tendent of 


the Boston & Maine, and that Mr. Furber has de- 


—Mr. T. A. Bissell, late Manager of the Pullman car shops 





in Detroit, has resigned that position and has purchased an 
interest iB the & Seite Mennfavtarice Company 
of Dayton,O. Mr. bas been offered and has accepted 
the position of Superintendent of the car works at Dayton. 


—The Detroit Post and Tribune reports that Mr. 8. R. 
Callaway, now General Superintendent of the Chicago & 
Grand Irunk, and formerly on the Detroit & Milwaukee 
and the Detroit & Bay City has been offered. the position of 
General x of the Northern Pacific. « Mr. Ca'laway 
himself recently denied a report to the same effect. 





TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Nine months ending Sept. 30 : 


1881. 1880. Inc. or Dec. P.c. 

Chi., Mil. & St. P.$12,012,000 $8,623,147 I. $3,388,853 39.2 

Chi., St. P., Minn. 
rs Rees) re 2,789,731 2,124,914 L 664,817 31.3 

Chi. & Nev....... 15,449,732 §=13.977,223 IL. 1,472,509 ~=10.7 

Denver & R.G.... 4,340,978 2,236,770 1. 2.104.208 94.1 

Mobile & Ohio.... 1,621,843 1,470,169 I 151,674 10.3 

Northern Pacific.. 2,541,587 1,729,702 I 811,885 46.9 

St. L. & San Fran 2,278,000 1,811,591 I 466,409 25.6 

St.L.,L M. & So. 56,204,728 4,288,229 I 915,499 21.4 

Union Pacific..... 19,540.424  16,568.4573 I 2.971.851 17.9 
Right months ending Aug. 31: 

N. Y., Pa. & Ohio $3,611,686 $3,331,714 I $279,972 8.4 
Month of July: 

St. John & Maine. $19.590 $14,209 I $5,381 0 
Net earnings... 9.618 5,612 I 4,006 71.4 
Month of August: 

N. Y., Pa. & Ohio. $455,032 $476,546 D $21,514 4.5 


Month of September: 


Chi., Mil. & St. P. $1,645,000 $1,157,677 I. $487,323 42.0 
Chi.. St. P., Minn. 

(3 Behe ia 2°3,52? 586 I. 54,936 27.6 
Chi. & N. W..... 2.217.700 2,020,200 I, 197,500 9.6 
Denver & R.G... 620,642 690 L 219,652 548 
Gulf, Col. & S.F.. 129,106 60,325 I. 59,871 90.3 
Mobile & Ohio.... 219,044 184,246 1 24.798 13.5 
Northern Pacific. 490,096 336,400 I. 159.596 48.5 
St. L., I. M. & So. 69:).400 671.219 IL. 19.181 29 
St. L..& San Frar 277,698 213,401 LL. 64,297 <°02 
Union Pacific.... 2,844,407 2.270,179 I. 574,178 20.7 


Third week in September : 
& East- 


Chic 
a $41,922 $33,264 I. 658 26.2 
Mo., Kan. & Tex. 204,741 130,131 I. 74,610 57.4 
Mo. Pacific ..... 169,762 132,826 I 36.936 27.8 
t. P., Minn. & 
OE EE 112,978 70,100 I 42.878 61.2 
Texas & Pacific... 82,876 61.252 } 21,624 35.4 
Week ending Sept. 10: 
Grand Trunk. ... £44,120 £44,603 D. £483 11 
Week ending Sept. 17: 
Grand Trunk .... £47,833 £47,648 I. £185 0.4 
Week ending Sept. 23: 
Great Western... $108,004 $115,545 D. $7,451 6.4 


crie Canal. 
The business of the Erie Canal at Buffalo, from the open 
ing to Sept. 30, was as follows : 


1881. 1880 Decrease. P.c. 


Roats cleared... ...... 4,828 7,962 3.134 49.4 
Tolls received........... $253,106 $554.207 $301,101 54.4 
Average receiptsperday 1,861 3,400 1,559 45.3 


The canal opened May 17 this yearand April 20 in 1880, 
giving 27 days more of navigation lest year. 
Lake Superior [ron Ore. 


Shipments of iron ore from the Lake Superior Region up 
to Sept. 28 are reported by the Marquette Mining Journal 
as follows: 





1881. i8so. Inc. or Dee. P. ec. 

From L’Anse.... ....... . 40,587 44.488 D. 8.901 8.8 
From Marquette........... 553,772 530,614 I. 23,158 44 
From Escanahba...........1,085.055 911,593 I. 173,462 19.0 
Se 1.679.414 1,486,695 I. 192,719 13.0 


Of the Escanaba shipments 546,639 tons were from the 
Marquette District and 538,416 tons from the Menominee 
District. 

in addition to the ore shipments 7,851 tons of pig iron and 
4,047 tons quartz were shipped from Marquette. Thers 
were also 18,556 tons of ore delivered to local furnaces in 
the Marquette District. 


Grain Movement. 

For the week ending Sept. 24 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 


Northwestern -—Northwestern shipments.——. Atlantic 


ear. receipts Total. By rail. P.c. by rail. reo 
187: -4,959.940 2,820,543 370,089 13.1 3,600,931 
1875 .5,012,745 3,317,358 1,235,921 37.5 3,000,041 
1876 6.217.476 4,225,204 1,797,847 42.5 3,192,147 
1877..... 7,338,814 5,096,778 1.119.699 22.0 5,792,479 
1878.....8 317.775 4,484,885 1,306,668 29.1 9,600,964 
1879..... 6.920.279 5,063,693 1.443.261 28.5 7,181,501 
1880... .8.329,042 6,048 442 1,952,753 42.0 6.274974 
1881.....5,991,875 4,448,928 2,566,493 57.7 4.672,362 


The receipts of the Northwestern markets for the week 
this year are 28 per cent. less than for the corresponding 
week of last year, and with the exception of 1878 are the 
smallest for six years. The shipments of these markets are 
27 per cent. less than last year, and the smallest for five 
years; the rail shipments, however, are much larger than in 
any previous year, and 31'¢ per cent. more than last year, 
and are a larger proportion of the whole than in any other 
week we remember while lake navigation was open. 

Comparing with previous weeks of this year, the North- 
western receipts are 565,000 bushels less than the week 
before, and are the smallest since July, and with the exvep- 
tion of three July weeks, are the smaliest since May. The 
total shipments of these markets are 790,000 bushels less 
than the week before, and are the smallest since navigation 
opened, except in the second week thereafter, when the ves- 
sels that had wintered at the upper lake — had gone, and 
few of those from below had arrived. The rail shipments, 
however, have been exceeded but once since the railroad war 
began, and nearly the same as for the five preceding weeks. 
The Atlantic receipts are 1,075,000 bushels less than the 
week before, and are the smallest since the middle of May, 
which was before canal receipts began. 

Of the receipts of the Northwestern markets for the week 


regon | this year Chicago had 57.4 per cent., St. Louis 15, Peoria 10.8, 


Milwaukee 7.9, Toledo 4.8, Detroit 3.1, and Cleveland 1 = 
cent. Toledo’s receipts are even smaller than the week 
fore and little more than a quarter of what they were in the 
‘ing week of last year, the other markets in the 
aggregate receiving not 30 per ceut. less. 
if Atlantic poe ew York had 6 Ee om 
Phi 14,8, Baltimore 10.2, Montreal “8 6.8, 
New 2, and Portland 0.8 per cent. timore’s re- 
ceipts were abnormally small on account of the blockade of 
the Northern Central (probably), its average for the 
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year up to this week had been 840,000 bushels; this last 


flour in barrels 4nd grain in bushels, flour being reduced to 





week it was 478,800. In ‘eo week since January have | wheat in the totals: 

its receipts been so small. iad "3 receipts, on the 1881. 1880. Ine. or Dec. P.c. 

other hand, Pa the po om ted wart — and —_ a RS So Ca 91.025 113,924 D, 22,899 20.1 

ee ae largest since ‘ would natura rofit — 

by blockade at oe nna tw J 7* ea Wore icpbeonahese toe yyy — yong ' ay ae 
Y ; PR Man56Gese-cvnsvous coew ° ' 5 5 . 

— from Atlantic ports for five successive weeks have | G7 er grain “117727 90.878 176551 D. 76,673 43.4 


——— Week ending. ——-——— ————. 

1881: Sept. 28. t 21 be +2 14. Sept. 7, Aug. 31. 
Flour, bbis.. 75,993 3,971 8,108 88,8 .408 
G bus ..2,942,329 3,190,029 2,569,633 2,843,152 3,845,590 


77,582 84,113 88.149 
537 6,234,512 6,743,355 
For the eight weeks of August and September to Sept. 28 
the exports have been: 


1881, 1880. Decrease P.c. 
Flour, bbls. . ........... 645,722 735,742 90,020 12.2 
«bg 28.146,796 49,316,567 21,169,771 43.0 


The decrease in wheat exports is 13,600,000 bushels (4244 
per cent.), and in corn 7,055,000 (43 per cent). 

Receipts and shipments at Chicago and Milwaukee for the 
week ending Sept. 30 and for the nine months then ending 

ve 








n: 
Week: ———-Receipts.——-..  ‘———Shipments.— 
1881. 1880. 1881. 1880. 
Chicago....... 3,638,104 4,945,611 2,412,965 3,965,677 
Milwaukee.... 401,261 166,877 174,151 290,230 
Both...... 4,039,365 5,110,488 2,587,116 4,255,907 
Nine months: 

hicago....... ,536,¢ 102,423,099 90,862,013 94,912,151 
Milwaukee.... 12,375,370 11,423,562 11,457,639 11,294,440 








Both...... 109,911,753 113,846,661 102,319,652 106,206,591 


For the week there is a decrease of one-fifth in the receipts 
and of 39 pe: cent. in the shipments of the two places, 

For the year the changes are quite small—a decrease of 
814 per cent. in the receipts and of 3%¢ per cent. in the ship- 
ments, the decrease amounting to about one week’s business 
at thisseason. Until after the opening of navigation there 
had been a very large decrease at these places. 

Receipts and shipments at Buffalo for the week ending 

















Sept. 30 and for the time since the opening of navigation 
have been : 
———-Receipts.- ——— -—~——Shipments. —-—. 
Week: 1881. 1880. 1881. 1880. 
By water....... 1,428,000 2,172,555 852.500 1,947,595 
[2 re 689,500 517,800 1,100,000 1,000,350 
Total.......: 2,117,500 2,690,355 1,952,500 2,947,935 
Since opening: 
By water...... 45,2677 79,112,929 25,189,330 52,657,546 
pg ee ae 15,106,000 19,697,523 30,649,320 33,749,669 
| er 60,373,700 98,810,452 55,838,650 86,407,215 


For the week there is a decrease of one-third in the lake 
receipts, and an increase of one-third in the rail receipts ; a 
decrease of 5.6 per cent. in canal shipments and an increase 
of 10 per cent. in rail shipments. 

For the period since navigation opened the great decreases 
are partly due to the later opening of navigation. The first re- 
ceipts by lake in 1880 were March 19;in 1881, May1l. But 
in 1880 there were receipts only from Lake Erie ports until 
about April 10. Counting from that date, the average daily 
receipts by lake were 454,672 bushels last, against 316,557 
this year. ‘The canal — May 17 this year, and April 20 
last, and the average daily canal shipments were 321,083 
bushels last year and but 186,589 this year, a decrease of 
42 per cent.; while in rail shipments tbere was an increase 
from an average of 205,790 bushels per day last year to 
227,C32 this year. ; ; 

Receipts at four Eastern ports for the week ending Sept. 
830 and for the nine months then ending have been: 


Week: New York. Boston. Phila. Baltimore. Total. 
1881 .... 3,078,958 400,915 407,230 372,155 4,259,258 
Per cent. 

of total 72.3 9.4 9.6 8.7 100.0 
1889..... 3,261,228 385,395 423,800 751,118 4,821,541 
Per cent. 

of total 67.6 68.0 8.8 15.6 100.0 

Nine months: ; 
1881..... 87,808,300 20,528,338 21,069,670 33,380,953 162,787,261 
Per cent. 

of total 54.0 12.6 12.9 20.5 100.0 
1880, ...101,356,185 17,782,848 31,924,045 39,409,728 190,472,805 
Per cent. 

of total 53.2 9.3 16.8 20.7 100.0 


The very large percentage at New York in the last week 
is wholly ¢t the expense of Baltimore, which seems not to 
have recovered from the effects of the grain blockade. Of 
the New York receipts, 1,549,530 bushels, or 50.3 per cent., 
were by rail, against 915,669 bushels, or 28.1 per cent., last 
year. 

For the nine months ending with September, however, New 
York’s and Baltimore’s proportions are nearly the same as 
last year, while a great decrease in Philadelphia’s is balanced 
by a great gain in Boston’s; the twonorthern ports together 
have 66.6 per cent. of the whole this year, against 62.5 last; 
the two southern ports 33.4 this year, against 37.5 last. 

Of the New York receipts for the nine months, the quan- 
tities received by canal, rail and coastwise were: 


By canal. By rail. Coast wise. Total. 
NOis.i... 27,090, 60,620,773 96,601 87,808,300 
P. c. of total 30. 69.0 0.1 100. 
1880.... ..48,849,541 52,414,711 91,932 101,356,184 
P. ec. of 2 51.7 0.1 100.0 


While New York’s canal receipts have been 21,758.000 
bushels less than last year, its rail receipts have been 8,206,- 
000 more. eanwhile there has been an increase of 
Mise te bushels at Boston, a decrease of 10,854,000 at 

meee: my and a decrease of 6,029,000 at Baltimore. 
Comparing rail receipts alone, while there has been a de- 
erease of 5,931,600 bushels in the total at the four points, 
New York and Boston have gained 10,952,000 bushels, and 
have this year 60 per cent. of the total rail receipts, against 
50 per cent. last year. 

Buffalo grain receipts up to Sept. 30 are reported as fol- 
lows, flour in barrels and grain in bushels: 


Flow 





P. Grain. 
1880. 1881. 1880. 
692,900 25,099,300 25,582,200 
877,878 46,151,519 78,722,617 
1,570,778 71,250,819 104,504,817 
44.1 35.2 24.5 





-+1,420,278 
48.7 


The decrease (9.6 








r cent. in flour and 31.7 per cent. in 

grain) was almost allin lake ee rail receipts nearly 

olding theirown. Shipments eastward of grain received 
by lake were: 

1881. 1880. Decrease. P.c. 

By rail, bushels......... 17,657,107 21,482,331 3,825,224 17.8 

Bpostali. ss. sc6. es 24,476,638 53,634,709 29,158,071 54.6 

Rate siies Livin’ -tonse «4 745 75,117,040 32,983,295 40.9 

eae hos ene > ‘28.6 iat si aban ataettil 

The canal opened May 17 this year and April 20 last 

year. 


‘Baltimore grain receipts in September were as follows: 








Total grain.... ........ 2,642,595 3,594,692 D. 952,097 26.5 
Total, flour reduced to : 
WHORE cc iecieccetserse! 8.097,720 4,164,312 D. 1,066,592 25.6 


The other grain this year included 95,835 bushels oats and 
4,043 bushels rye. 


Coal Movement. 


Coal tonnages for the week ending Sapt. 24 are reported 
as follows : 


1881. 1880. Inc.or Dec. P.c. 
ATED, 0 «60 sss nencnat 601,940 639,171 D. 37;238L 5.8 
Semi-bituminous..... .... 95,799 98,956 D. 3.157 «63.2 
Bituminous, Penna....... 49,794 40,479 I. 9,315 23.0 
ee See ee 45,294 38,474 L. 6,820. 17.7 


Anthracite production at several points, especially in the 
Schuylkill Region, has been checked by scarcity of water. 
Several collieries have had to stop work, and others 
are supplied with water hauled in tank cars. 

Clearfield production is still limited by scarcity of cars. 
The Cumberland shipments have been reduced by low water 
in the Chesapeake & Ohio Canal. 

The Engineering and Mining Journal of Oct. 1 says: 
“The following brief table taken from the preliminary cen- 
eus report gives a number of valuable facts, the tons being 
2,240 Ibs. - 

Merchantable product for year ending June 1, 1880, 

0 os 


GOED. onc sccsncovegesnneccscgeesscvctansnessussess . 24,494,036 
Value of product delivered for transportation. ....... $40,331,981 
Average value of same per ton.................-00085 $1.65 
Ratio of value of product to capital, per cent........ 26°86 
Ratio of actual output to capacity, per cent.......... 67°28 


Tons raised yearly, per -mamn..............-.00-eeeeeee 


Tons raised daily, per MAU...............0 cescsecees 1°90 
Maximum yearly capacity of all collieries reported, 
DE chWcah candi cedhaWihss aoa keene te tbehkess¢ess . 36,403,571 


‘* The number of tons raised yearly per man is calculated 
by taking the total number of laborers, miners, and adminis- 
trative force, and reckoning two boys to be equivalent to 
one man. 

‘Tn addition tothe merchantable product given above, 
83 collieries, with a production of 18,121,722 tons, report 
the production of 6,303,971 tons of impure coal and dust, 
under the head of culm. This would be 34.8 per cent. of the 
product, and would indicate a total production of 8,376,- 
862 tons of unmerchantable coal during census year, to 
which no valueis assigned. The best procurable estimate 
would show that 810,937 tons of this was used in making 
steam at the mines. A small unascertained portion is used 
in locomotives on coal roads, and another unascertained por- 
tion is sold, for use under boilers, at the cost of transporta- 
tion.” : 


September Receipts at Chicago and Milwaukee. 


Receipts at Chicago and Milwaukee in September for four 
successive years have been: 





Chicago : 1878. 1879. 1880, 1881, 
Grain, bush. ..... 14,319,107 15,801,401 18,151.653 17,179,048 
Flour, bbis........ 207,584 244,769 204,519 398,872 
pee ee 315,470 $92,181 393,334 465,383 

Milwaukee: 

Grain, bush .. 2,501,043 3,293,857 1,928,583 1,970,441 
Fiour, bbls . 288253 148,934 176,235 214,389 
Hogs, No.......... 15,02 25,753 32,3068 40,797 


Chicago received 51g per cent. less grain, but 95 per cent. 
more flour and 251¢ per cent. more hogs than last year, and 
the increase in flour just about balanced the decrease in 
grain. At Milwaukee2 per cent. more grain and 22 per | 
cent. more flour were received than last year. ucing 
— to grain the total for both places in the four years has 

n: 


1878. 1879. 1880. 1881. 
Bushels .... 18,344,466 20,866,921 21,793,629 21,909,164 
Thus the receipts this year are substantially the same as 
last year, 5 per cent. more than in 1879, and 19% per cent. 
more than in 1878. The average daily receipts tor the first 


three weeks and the last week (the Jast one having eight 
working days) of the month have been, flour and grain, in 


bushels: 
1878. 1879. 1880, 1881. 

Three weeks to Sept. 23.....765,.592 754,583 696,884 923,679 
Eight days to Sept. 30.......570.478 910,553 1,156,215 660,368 

Thus the last week of the month shows a very great de- 
cline in receipts, and this week they were much: above the 
average in 1879 and 1880 (but much below in 1878). The 
shipments declined even more than the receipts in this last 
week, and speculation, making prices comparatively high 
in Chicago, douttless has much to do with the reduced ship- 
ments, but it greatly promotes receipts. 


Lake and Canal Rates in September. 
The Buffalo Commercial Advertiser says: ‘‘There was no 


improvement in business by the water route during Septem- 
ber, and the movement of grain was comparatively light, 


0 | notwithstanding that September should be one of the busiest 


months of the year. The following exhibit shows the rate 
of freight on wheat and corn frum Chicago to Buffalo, also 
the rate on the same canals from Buffalo to New York by 
canal for September in the season named: 





—-—Lake—--— ——Canal-—— 

Wheat. Corn. Wheat. Corn. 

cents, cents. cents. cents. 
1881 2 2.9 4.8 4.3 
S 4.4 3.9 5.9 5.3 
BSE are 4.8 8.1 7.4 
4.4 4.1 8.0 71 
4.0 3.4 7.7 6.7 
«= BO 2.3 6.2 5.6 
-» 25 2.2 7.0 6.4 
7 35 3.2 9.5 8.5 
is 12.6 11.6 11.8 10.1 
a . 14.8 13.8 12.5 11.6 
"5, ERA eee eee 9.6 9.0 11.3 12.5 
|: SE ee eee ee 5.6 4.1 10.8 10.0 


“Tt will be observed that in the eleven years named, the| H 


average rate for September has been lower than that of last 
month only in two instances, namely, in 1875 and 1876, But 
in those years there was comparatively little grain in the in- 
terior ; now there is plenty. In Chicago alone over eleven 
million bushels are being held. The spirit of specu- 
lation has run so high and money has been so abun- 
dant that there has been little disposition to realize 
on grain by shipping it to the seaboard. The result has 
been that vessels running in the several lines to Chicago 
have had difficulty in securing down freight enough fcr bal- 
last. A good illustration of this came to our attention yes- 
terday. A Buffalo firm bad purchased a 1 amount of 
grain in Chicago and had contracted for f { room on one 
of the propeller lines at halfa cent a bushel. Soon after 
making this contract the of grain advanced so much at 
Chicago that it could be of there to better advan- 





tage than by shipping it to the East. Accordingly a release 
from the vessel agent was sought on the half-cent contract. 
There was no money in this freight to the vessel, but she had 
to have something for ballast, and it was better to carry 
grain for half a cent than something else for nothing. Hence 
the agent refused, We presume to say that a si case 
was never heard of before. But it pointedly shows the con- 
dition of the transportation business.” 


Provision Exports. 


The exports of provisions, tallow and dairy products in the 
month of August last were of the value of $10,397,992, 
against $10,905,319: for the eight months ending with 
August they were almost the same as last year—$93,111,444 

inst $98,191,665. The August exports show an increase 
of 55 per cent. in the fresh beef, but a decrease of 18 percent. 
in bacon, of 54 per cert. in lard, and of 41 per cent. in tal- 
low, Higher priceshave made the value nearly the same in 
spite of the large decrease in the leading exports. For the 
ten months ending with August the exports of the different 








items included in provisions were, in tons: 
1881. 1880. Inc.orDec. P.c 
Fresh beef........ 46,57: 89,357 Inc. 7.217 18.1 
t beef.......... 16,255 20,313 Dec. 4,058 20.0 
Bacon and hams 308,941 341,647 Dec. 32,706 9.6 
MES Wana: a0 0 142,009 169,413 Dec. # 16.2 
eee 43,267 38,744 Inc. 4,523 11.7 
et ers 33,580 57,264 Dec. 23,684 41.4 

Bete, -ciesis. ks 590,626 666,738 Dec. 76,112 


ae 
oe 


Total value...... $103.444,924 $96,250,500 Inc. $7,204,424 

The greatest advance is in the price of lard; the average 
value of the lard exported was 10 cents a pound, against 
7.7 last year, so that with the exports 16 per cent. less in 
amount, the aggregate value was 9 per cent. greater. Bacon 
and ham were about 10 per cent. higher this year, and with 
32,706 tons less exported, the value was $7,461,000 greater. 


Petroleum. 
Stowell’s Petroleum Reporter gives the following state- 
ments for the Pennsylvania oil regions, for August, in bar- 
rels of 42 gallons: 


1880. Inc. or Dec. P. 


i) 


Production. ..... 2,341,027 ‘ 9,300 4 
Shipments..... 1,394,129 I. 820,748 





0. 
58. 
Stock, Aug. 31 3 7 15,063,651 I 9,941,536 ° 66. 
Producing wells.... .. 5 13,500 I. 3,750 27. 

The increase in stock during the month was 116,850 bar: 
rels, The number of new ‘wells completed during the month 
was 332. 

The Bradford District is now the centre of production, its 
output for August having been 1,981,334 barrels, or 85 per 
cent. of the whole. Next in importance was the Butler, 
Parker and Clarion District with 264,647 barrels. 

The shipments out of the region for the month, which 
are the largest on record, were to the following points: 


r¥ 2Ooe 










Barrels. Percent* 

TC... ...5aprkeeues vcdecdbssas eee eonee 1,081,883 8 
Philadelphia 1,361 1.9 
Baltimore... 72,871 3.3 
Cleveland... 495,997 22.3 
Pittsburgh. . 240,294 10.9 
Down the Oh 2,895 0.1 
Local points 92,317 4.2 
Refined at Creek refineries 187,259 8.5 

po et: Serre eee ae ag 100.0 


The Reporter says: ‘‘ We have retiable infurmation tha 
from the stock of oil in the Bradford District, as it now 
stands, only about 55 per cent. of merchantable oil can be 
drawn from the tanks; the balance of 45 per cent. can be 
made to yield about 50 per cent. more, which will make the 
total yield only about 771 per cent. of merchantable oil. 
Take from the total stock of about 25,000,000 bbls. 221¢ per 
cent., or 4,500,000 bbls., from the Bradford district, and it 
will reduce the visible supply to 20,000,000 bbls.” 








THE SCRAP HEAP. 


Locomotive Building. 


Work is now actively in progress on the buildings for the 
new locomotive works at Rome, N. Y. The main building 
is the machine shop, 80 by 270 ft. and two stories high ; the 
other buildings will be a blacksmith shop 65 by 170 ft.; 
boiler shop, 70 by 170 ft.; engine house 40 by 50 ft., an 
another building 80 by 270 ft., partly two stories high, to be 
used as the foundry, pattern shop, etc. All the buildings 
will be of brick. 

The Manchester Locomotive Works, at Manchester, N. H., 
are building a number of engines for the Chicago, Burling- 
ton & Quincy road. 


Car Notes. 

The Terre Haute Car Works, at Terre Haute, Ind., are 
building 500 box cars for the Terre Haute & Indianapolis 
and 250 for the Pennsylvania Company. 

The Pullman Var Works in Detroit are building several 
new passenger cars for the Chicago & Eastern Illinois road, 

The shops of the Columbia & Puget Sound road at Seattie, 
Wash. Ter., are building 25 new coal cars for the road. 

The Lake Erie Iron Co., at Cleveland, O., has had three 
helve-hammers built at the Cuyahoga Works, to be used for 
forging car axles, 

The Washburn Car Wheel Works at Worcester, Mass., 
are-putting in six new steel furnaces. 

The Barney & Smith Manufacturing Co., at Dayton, O., 
recently delivered 250 box cars to the Milwaukee, Lake 
Shore & Western road. 

The Illinois Central shops in Chicago have recently built 
25 Tiffany refrigerator cars. 

The Chicago, Burlington & Quincy shops at Aurora, II, 
are building eight palace porn | cars for the road. 

The Middletown Car Works of Schall & King, at Middle- 
town, Pa.. are running to their full mousy on contracts 
for several huudred narrow-gauge cars for the Toledo, Cin- 
cinnati & St. Louis road. They are also building a lot of 
standard-gauge coal cars for a South American road. 
Bridge Notes. 

The Midland North Carolina Company will receive at the 

office of J. B. Yates, Chief Engineer, in Newberne, N. C., 
until Oct. 10, bids for the masonry and superstructure of a 
owe-truss bridge over Little River at Goldsboro, 
The new shops of the Boston Bridge Works are completed. 
They are near the track of the Grand Junction road in Bos- 
ton and have abundant yard room. The main shop is 84 by 
270 ft., with a second story 84 by 40 ft. fora pattern shop 
and store-room. . 

The Central Bridge Co., of New York and Buffalo, has 
taken the contract for the Ohio Central bridge over the Ohio 
River near Gallipolis. The bridge is to cost $750,000, and 
to be finished ina year. - 


lron and Manufacturing Notes. 


The Joliet Steel Co., at Joliet, IIL, has contracted to 
furnish 20,000 tons of light steel rails to the Texas & St. 


There are now only two furnaces out of blast in the 
Mahoning Valiey. 
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Georgia road, all of them making car-wheel iron. 

Pennsylvania Furnace, near Ashland, Ky., which went 
ws blast for repairs some time ago, started up again this 
wee: 


The Rail Market, 


Steel rails continue active and many new orders are_re- 
ported as placed at $58 to $60 per ton at mill, The Jron 
Age says: “‘ Hi prices are confidently » bu 
with such vastly increased facilities for production, it is 
scarcely probable that desirable orders would be lost for the 
sake of a dollar or two per ton in [com Foreign rails can be 
laid down at about $60 to $62 at Atlantic or gulf ports, and 
if the American mills can find room for itional orders 
there is little doubt that they could meet that or any other 
price that could be named. At present, however, they are 
fully employed, and as they are in no immediate need of 
orders prices may remain as they are now quoted—say $58 
to $60 at mill.” 

Iron rails are steady with not much new business reported. 
Prices are still $47 to $48 per ton at mill for heavy, and $50 
to $52 for light sections. The demand just now is largely 
for light rails. , 

Steel blooms are in demand, and are quoted at $43.50 to 
$44.50 per ton, duty paid. : 

Old iron rails are firmly held, but buyers continue to wait 
for better prices, and few sales are reported. Philadelphia 

uotations are aboyt $28 per ton for T-rails and $30 for 
double-beads. 

Spikes continue to be quoted at $2.85 per 100 Ibs.; fish- 
plates, $2.40 to $2.50; track-bolts, $3.25 to $3.75, accord- 
ing to specification, 


Kansas City Railway Young Men’s Christian As- 
sociation. 


The annual report of the President of this Association, 
Mr. W. H. Reid, reviews the history of the Association and 
marks the general growth of the organization. That of Mr. 
H. F. Williams, General Secretary, gives details in regard 
to the reading-room, bath-rooms, c entertainments 
and lectures, sick and injured, religious work, etc. 

The following statistical statement taken from the report 
will briefly give the best idea of the work and success of the 
Association during the year ending Sept. 1, the figures in- 
cluding those of the Armstrong Branch: 


Total number visiting reading room during the year 
Total number attending gospel meetin; 


Total number attending Monday evening Bible classes 
Total number attending monthly entertainments 


Total number —_— bath-rooms......................00 - ei 
Total number of letters written at the rooms............ 2,191 
Number attending New Year's reception.................++- 720 


Number attending other Association meetings 


Total number visiting rooms, attending meetings, etc... 56,697 

In addition to this work employment was found for 185 
men; 63 persons were aided, and a large number of pam- 
phlets distributed. The Association is evidently an active, 
working one, and promises well for the future. 


A Lumber Flume. 


The Walla Walla (Wash. Ter.) Union thus describes a 
flume used by the Mill Creek Flume & Manufacturing Co. 
to carry lumber from its mills at the head of Mill Creek to 
Dudley, whence a railroad runs to Walla Walla: .‘‘ The flume 
is 1244 miles long, and is substantially built of sawed tim- 
ber. The flume is in the shape of a V, the sides being 32 in. 
wide, the spread being 42 in. At the bottom of the V a 
backbone, 6 in. in width, made of inch boards, is fitted. The 
lowest grade of the flume, above the dump lengths, is 1 ft. 
3in. to 100 ft., the highest being 1 ft. and Yin. to 100 
ft., giving a total fall, from the mill to the dump, of over 
1,200 ft. The motive power is water, taken from Mill Creek, 
which glides through the flume, bearing wood, lumber, rails. 
poles, logs, ete. Sawed timbers, 8 by 10 in. square, and 65 
ft. long, are run through the flume. We saw logs 21 ft. 
long and 2 ft. in diameter at the butt, which came through 
the flume. Mill Creek is crossed by the flume on John 
Tracy’s place, a Queen truss bridge of 85 ft. span being used. 
At the upper end of the flume there are two saw mills, one 
water and one steam power, with a capacity of 30,000 ft. 
in ten hours run.” 


An Imposter. 


Mr. H. P. Alden, Superintendent of Traffic of the South- 
eastern Railway, of Canada, sends us the following circular, 
dated Sept. 16: 

‘“* At the Traveling Passenger Agents’ convention, held at 
Washington, Aug. 10, I find that a person, calling himself 
Frank Alexe, is represented as Traveling Agent of the 
Southeastern Railway and Montreal & m Air Line; 
The Secretary of that convention, Mr. Tinney, informs me 
that Frank Alexe so represented himself, and joined the As- 
sociation as such. 

‘“‘ This is to certify that Mr. Alexe is not Traveling nt 
for this company, nor for the Montreal & Boston Air Line, 
nor is he connected with either in any way; has not been 
= March, 1881. He has no authority to use my name as 
reference.” 


Wiese ee Car Wheels on the Boston & Al- 
ny. 

The Boston & Albany, which has been for some time using 
cast-iron wheels with steel tires under its gener od cars, is 
about to try some wrought-iron centres with steel tires. Sev- 
eral have been made recently at the Allston shops. They are 
42 in. in diameter with rims 2 in. thick, hubs 9 in. diameter 
and 7 in. long and nine double spokes, of 8 by % in. iron. 
The tires are about the same size as those used with the cast 
iron centres, 5 in. face and 214 in. thick on the tread. They 
are made on a pattern extensively used in England. 


The Brady’s Run Accident. 


m On fee porving of Se Sept. 24, . special pain pm the Pitts- 
ur e Erie ng a number of press corres- 
ase ents and others to the late President's funeral at Cleve- 
land, struck a hand-car on the Brady’s Run bridge and threw 
it to the ground, killing Section Foreman Robinson and five 
other men, and injuring three others. The evidence in the 
case tended to show thatthe train was not running at a 
greater s than is usual with the passenger trains on that 


road, that the train which preceded 
it carried the tgs os A owing that an extra _ Sg 
rendered a verdict in 


following it. The coroner’s jury 
inson’s case as follows: 
* find that James Robinson came to his death by 


reason rapid, and reckless running of the 
rmorniigy of) Saturday, Sages @4, 1601; “aie Oe egree ted 
the Pittsburgh & Lake Hate Rellreed' Company are justly | 


& | that James Robinson, their foreman, disregarded 
train ‘com: 


ittsburg: 
too t latitude in the 
apaet ae responsible for 
t.” 
Officers of the company claim that it can be proved that 
the train was not running at unusual speed. 


+ | 4 Car for Exhibition. 


The Jackson & Sharp Co., at Wilmington, Del., has com- 
leted a passenger car for exhibition at the Cotton Exposi- 
Hon at Atlanta. It is a first-class passenger,’50 ft. in length. 
The outside of the car is painted in lake with two shades of 
mn, and ornamented in Eastlake style with colors which 
ha eke In Exposition, panel is tine yt nen gieg ae 
e mn on, represen acrown and a cotton 
plant in full bloom twining around it, The letter board of 
the car, where the name of the road to which the cars be- 
long is usually put, bearsthe name of the builders instead. 
The trucks are of the Master Car-Builders’ standard, and the 
platforms, which are Janney’s patent, are provided with 
plated hand-rails. ; 
The interior finish is entirely of mahogany, not a vestige 
of any other Bbeccad is ol seen. The woeewert hand- 
somely carved and engraved, representing vines and flowers, 
and the decorations on the panels above the line of the 
windows is very chaste and attractive, combining a harmony 
of detail and an elegance of finish that shows to a decided 
advantage on allsides. The head-lining is most exquisitely 
done, and is in perfect keeping with the high order of the 


rest of the work. 

The car is fitted up in costly and luxurious style. The 
glass is all of the very best, and that of the doors and ven- 
tilators is handsomely engraved. It is lighted by three 
rege 6 chandeliers. The t racks are of a new de- 
sign, and the seats are easy and comfortable. The uphol- 
stering is rich and elegant. 

In addition to the ordinary saloon, « ae See 
provided with all the necessary conveniences, been con- 
structed, immediately adjoining the saloon. The car is 
heated by two of Spear’s improved ventilating car heaters. 
Long Run Without Repairs. 


_Engine No. 3 of this road (Chicago, Rock Island & Pacitic) 
has been in freight service since June, 1878, when it was 
new. It has never been in the shop since, and none of the 


38 | brasses except those on the cross-heads have been taken out 


for retitting, and these only once. Its mileage during the 


0 | three years has been 115,369 miles, and it is considered good 
7 | for 50,000 more before going into the shop. 


Its driving 
wheels are 57 in. in diameter and have Krupp steel tires. 
Master Mechanic Twombly gives the credit of this perform- 
ance to Jerry Shea, the engineer, who is constitutionally 
good natured, ard never gets his engine excited. Several 

ears ago, when much fault was found with 51-in. drivers 
M other engineers on account of their slipping, he took one 
of these engines and ran it 107,083 miles before the first 
turning of the tires. Another with 57-in. drivers made 
120, miles before the first turning. But No. 3 bids fair 
to greatly exceed this.—National Car-Builder, 








OLD AND NEW ROADS. 


Adirondack.—It is said that the new company to be or- 
ganized by the purchasers of this road at the recent fore- 
closure sale will issue $4,000,000 Leet pol gm bonds for 
the purpose of extending the road from No reek, N, Y., 
its present terminus, through the wilderness of Ogdensburg. 
Bondholders who joined in the purchase will receive about 
80 per cent. of the par value and accrued interest of their 
old bonds in_second-mo bonds and stock of the new 
company. Those who did not join in the purchase will 
hardly receive more than 3 per cent. on their claims from 
the proceeds of the sale. 


Allegheny Central.—This company has been organized 
to build a rai from_ Friendship, in Allegheny County, 
N. Y., on the Western Division of the Erie, northeast to 
Swaims, on the Buffalo Division of the same road. The line 
will be nearly 30 miles long. 


Anderson, Lebanon & St. Louis.—A dispa 
Indianapolis says: “By an a: ment authorized by the 
United States Court here on petition of John Lee, President 
of the Anderson, Lebanon & St. Louis Railroad, the fore- 
closure suit of the bondholders is to be withdrawn and the 
road completed. Five thousand dollars will be advanced at 
once by interested parties to be used in ballasting and laying 
ties between Anderson and Noblesville. This work is to 
be done immediately. 


Arkansas Midland.—A suit has been begun in the Uni- 
ted States Circuit Court.at Little Rock, Ark., on behalf of 
some of the English holders of. Arkansas Central bonds to 
set aside the foreclosure and sale by which this road passed 
to the present company in 1877. The bill charges that the 
foreclosure was procured by the connivance of the officers 
of the old company, and that some of the largest bondhold- 
ers were not noti' of the proceedings. 

Atchinson, Topeka & Santa Fe.—The Walnut Valley 
Branch is extended from the old terminus at Eldorado, 
Kan., southward to pouies, 24 miles, making the branch 
53 miles long from the main line at Florence. 

he ion & McPherson Branch has been extended 
froin the late terminus at Lyons, Kan., west to Ellinwood on 
the main line, 21 miles. is branch now forms a loop or 
second line from the main line at Florence west to Ellin- 


tch from 


between those two points, is north of it ee some 
distance from it, forming a sort of ch of the arc by 
which the main line strikes into the Arkansas Valley. 


Augusta & Knoxville.—Track is now laid to Park’s 
station, 8S. C., 30 miles northward from the starting point 


at Augusta, , and regular trains have been put on this 
section. The grading ae: finished to Greenwood, 40 
miles further, and tracklaying is in progress, 


Baltimore & Cumberland Valley.—The track of 
this leted to Shippensburg, Pa., 12 miles 
late terminus at Chambersbu 
34 miles from the junction with the Western Mary 
Edgemont, Md. The road is leased and worked by the 
Western land Company. 


es Gazette says: “‘ Two 
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wood, 99 miles. It is four miles shorter than the main live | ! 


ing Railroad branch formed by the extension of 
line of the & 
was some time since by the 
t road between Gray’s Ferry A 
eiaree Se remotes to Holly Oak 
tion, on the Ww & Baltimore road, 21 
miles from . From Reine, ho See wal Gee 
in a northerly direction, parallel to Phil Wil- 
mington & timore road, to within a quarter of a mile of 
Claymont Station, where it will probably cross the tracks of 
the Baltimore line at grade. The road willenter Pen 
vania near Marcus Hook, 
flats to Thurlow. 
cross the Philadelphia, Wilmington 
tracks near the border line between Pennsylvania and 
Delaware. The final decision will not be made until both 
routes have been completely surveyed and estimates of the 
cost of construction have been presented. The lien under 
which the Reading Railroad Company holds the old road 
between Chester and Gray’s Ferry forbids the of 
gers over the line under a penalty of $100,000. The 
Reading Company, it is said, will have much trouble and 
expense in obtaining suitable facilities in this city, and it 
is probable that the Pensylvania Railroad authorities will 
resist the proposed attempt to cross its line at grade.” 


Boston, Hoosac Tunnel & Western.—The New 
York Court of Appeals has given a decision reversing that 
of the Supreme Court and establishing the right of this 
company to the old Albany & Northern road-bed, upon 
which 17 miles of its track is laid. The Troy & Boston 
Company claimed possession of this road-bed under a lease 
made many years ago. The Albany Northern road was 
never completed or worked, and the tou, Hoosac Tunnel 
& Western bought the abandoned road-bed from the 
property owners on the line, using it as part of its road. — 

The track on the extension of this road has now reached 
Schenectady, N. Y., 17 miles west by south from the late 
terminus at Mechanicsville, and 63 miles from North 
Adams, Mass. Freight trains will be run on the new ex- 
tension shortly, but regular passenger trains will not be put 
on for some time. 


Burlington, Cedar Rapids & Northern.—Work is 
progressing 4 wa on the extension of the Pacific Division 
from Clarion, Ia., northwest to Spirit Lake, 97 miles. The 
grading is finished for about 50 miles, and track is laid from 
Clarion to Livermore, 24 miles. I[t is expected that trains 
will run to Emmettsburg, 30 miles further, next month. 


Central, of South Carolina.—Work is in progress on 
this road from Lane station, on the Northeastern road, 
northwest to Sumter, 8. C., on the Wilmington, Colurrbia 
& Augusta, about 40 miles, and about 25 miles of grad- 
ing are finished. Track has been laid from Lane station 18 
miles. 


Chesapeake & Ohio,—All the available force has been 
concentrated on the Peninsula Extension in order to com- 
plete the track from Richmond to Newport News and York- 
town in time for the centennial celebration at Yorktown 
and the work is being pushed very rapidly. A large part of 
the track is down, but we are not definitely informed how 
much. The line to Yorktown is a spur from the main line 
to oe News, which is to be the seaboard terminus of 
the road. 


Chicago, Burlington & Quincy.—At the special meet- 
ing in Chicago, Sept. 28, about 400,000 shares were repre- 
sented. The proceedings were very brief. The stockholders 
voted to approve the action of the directors in relation to 
the extension of the Republican Valley road and the build- 
ing of the Burlington & Colorado road, and the various 
issues of bonds and stock needed to carry out those arrange- 
ments; also to approve the purchase of the Burlington & 
Southwestern road. 


Chicago, Freeport & St. Paul.—This company has 
filed articles of incorporation for a railroad from a point on 
the Illinois line in Green County, Wis., northeast to Hudson, 
about 240 miles, with a branch from Moscow to Portage, 
about 60 miles. The corporators are :“M. J. Briggs Al 
Jencks, P. J. Morris, Dodgeville, Wis.; Wm. O. Wright, 
Freeport, Ill.; E. Baldwin, Cresco, Iowa. 


Chicago, St. Paul, Minneapolis & Omaha.—The 
Commercial and Financial Chronicle says: ‘This com- 
pany has decided to build a new line from Eau Claire to 
Superior City, Wis., which is to be the new termination of 
the Northern Pacific road. The road will be 135 miles long. 
The Northern Pacific Company originaliy intended to bvild 
a road down through Wisconsin, but the Villard manage- 
ment and the Omaha directors bave come to an poms 
understanding, according to which the Northern Pacific has 
abandoned its purpose and a to connect with the main 
line. This will give the Omaha line a direct route from the 
end of the Northern Pacific to Milwaukee and Chicago. It is 
said, too, that the building of this road will develop a land 

nt of 1,000,000 acres, which the Omaha Company has in 
isconsin, e contract for construction has been let, and 
the road will be completed next vear.” 


Cincipnati, Indianapolis, St. Louis & Chicago.— 
Certain stockholders of the old Indianapolis, Cincinnati & 
LaFayette Company refuse to give up their claim to this 
road and have called a meeting to elect directors and revive 
the organization of the company; also to iake steps to set 
aside the foreclosure by which the road passed to the present 
company and to have it restored to the old corporation. 


Cincinnati Northern.—This company has changed its 
name to the Cincinnati & Columbus Railroad a . It 
was originally the Miami Valley and afterwards t Miami 
Valley & Columbus. 


Cincinnati, Van Wert & Michigan.—This road has 
been completed and opened for business to Llewellyn, O., 
nine miles northward trom the late terminus at Van Wert, 
and 22 miles from the southern terminus at Shane’s Cross- 


ing. 
Colum Chicago & Indiana Central.—It will be 
remembered that recently a new bondholders’ committee was 
appointed, which was, it is claimed, in the interest of the Penn- 
sylvania Railroad Company. Some of the bondholders then 
asked the New York Supreme Court for an injunction to re- 
strain this committee from acting, on the und that the 
meeting was held without proper notice, and that the intention 
was to compromise with the Pennsylvania to the in of 
injanction was gran 


their rights. The usual temporary and 
argument was heard on its continuance. ings 
were stopped, however, and the complaining bondholders 
withdrew the suit, the committee gees 3 to give at least 
five days’ public notice of any meeting, with the understand- 
that shall be fully informed as to any 


ceedings toward compromise of the pending suits. Ag 





Colum Washington & Cincinnati.—It is re- 
ported that road has been sold to largely inter- 
ested in the Indiana, Bloom & and con- 
trolled Ohio Southern line. vosd SS © it quae, cod 
runs from Washington, O., ew 81 miles, 
The object of the purchase very , unless the road 
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is to be mide pirt of a line to connect the Ohio Southern 
witb Cincinnati. 


Denver, South Park & Pacific.—The Gunnison Ex- 
tension of this road (now the Denver & South Park Division 
of the Union Pacific) is now completed to Hancock, Col., 
nine miles westward from the late terminus at Alpine, 29 
miles from Buena Vista and 164 miles from Denver. 


Danville & St. Louis.—The St. Louis & Eastern has 
been consolidated with this company. Hoth companies 
prop2sed buildiag b2tween Danvill>, Ill , and East St. Louis 
‘on nearly the sam? line. No work his b2en done on the road 


Effiugham, Ramsey & St. Louis.—This company 
has been org inized to buil’.4 railroad from Effingham. IL, 
toa connection with the Toledo, Cincinnati and St. Louis 
road near where that road will cross the Illinois Central. 


Framingham & Lowell.—The stockholders and credi- 
tors of this company, for whose account the road was bought 
‘at the recent sale, met in South Framinghain, Mass., Sept. 
80, and organized a new company with the same name. e 
road is leased to the Old Colony Company and the sale was 
made subject to the lease. 


Greenville & Laureus.—At a meeting of the board in 
Laurens Court House, §. C., Sept. 22, if was decided to 
begin work on the road as svon as the necessary arrange- 
ments can be made. The President was authorized to ew- 
ploy competent engineers to survey and locate the line. 


Houston & Texas Central.—This company’s Texas 
Central linc, which is the extension of its Waco & North- 
western Division, is now completed and opened for business 
to Cisco, iv Eastland County, Tex., 43 miles northwest from 
the late terminus at’ Mt Airy, 148 miles from the starting 

int of the Central at Ross, aud 197 miles from the main 
ine at Bremond, 


Iron River.—This comp2ny has filed articles of incor 
poritios in Wisconsin to construct a raiJroad from the ter- 
minus of the Republic Branc Ruilroad at the state line of 
Michigan, in Township 40, Range 10 of said state, north- 
westerly to a point on the Brulé Railroad above the Iron 
River, at the southern terminus of the Ontonagon & Brulé 
River Railway, in Wisconsin. The members of the incor- 

ration are Guidd Pfister, J. C. Spencer, Fred Vogel, Jr., 

. M. Hoyt and Epbraim Mariner, all of Milwaukee. 


Kansas Southern & Texas.—This company has filed 
articles of incorporation in Kansas. The road is to run 
from McPherson, Kan., througi Rice and Clark counties to 
the Cimarron River at the state line, witha fbranch frm 
Pratt County to'Medicine Lodge, in Barbara,County. Length 
of main line and branches, 225 iniles; capita! stock, $2,250,- 
000. : 


Kentucky Central.—The stock and bonds have been 

laced on the New York Stock Exciange list, as follows: 

apital siock, $5,500,000 in $100; sbares, the authorized 
amount being $6,600,000, but $1,100,000 stock being re- 
tained in the treasury for extensions and new equipment. 
Mortgage 6 per cent. bonds, due on July 1, 1911, with the 
option on the part of the company to pay in five years, to 
the amount of $4,500,000, The total authorized amount is 
$6,600,000, or at the rate of $30,000 per mile as the line 
will b2 upon completion. Of these bonds the trustees re- 
ceive $1,011,000 to retire old bonds of the compavy under 
an existing agreement with the holders, and $130,000 for 
increasing the equipment, the remainder to be sold for the 

urpose of retiring old preferred stock, purchasing and lay- 
cc steel rails. buying new equipment and extending the road 
trom Paris, Ky., to Livingston, about 70 miles. 


Lake Erie & Western.—At Springfield, [l., Sept. 27, 
a suit was begun against this company and the LaFayette, 
Blooming«on & Muncie, which became part of this company 
in 1879, by consolidation. Before the consolidation the La- 
Fayette, Seer are & Muncie had issued $1,000,000 in- 
-come bonds, secured by secoud mortgage on its property and 
its earnings, and by their terms convertible into capital 
stock at par value, each $1,000 bond beiug entitled to 10 
shares of LaFayette, Bloomington & Muncie stock. Coun- 
sel represent $500,000 of these bonds, and charge that the 
consolidation resulted disastrously to the i:terests of 
their clients, and was a fraud on their rights; that after the 
consolidation some $3,000,000 of watered stock was issued, 
‘and the consolidated company now seeks to compel the com- 

lairant to accept the depreciated stock for bonds at par. 

he bill asks the appointment of a receiver and for an in- 
junction restraining any transfer of the $3,000,000 of stock, 
and a determination of the complainant’s rights. 


Lehigh & Hudson River.—The » a ig of this road 
is now completed from Belvidere, N. J., north by east 
nearly to Franklin Furnace, about 25 mules. Track has 
been laid from Belvidere tive miles, and the work is pro- 


gressing steadily. 


Louisville & Nashville.—At the annual meeting in 
Louisville, Oct. 5, the stockholders voted to approve the pur- 
chase of the controlling interest in the Louisville, Cincinnati 

' & Lexington road. It was announced that that road wouid 
become part of the Louisville & Nashville system Nov. 1. 
The guarantee of the bonds of the Pensacola & Atlantic was 
also approved. 


Manhattan Elevatcd.—In the matter of the applica- 
tion of the Receivers to be allowed to issue $1,000,000  cer- 
tificates on which to raise money to pay the overdue rental, 
the Court finally decided to authorize the issue of certifi- 
cates, so framing the order as not to make the cer 
tificates a lien on the property of the lessor companies 
—or, 10 other words, to issue a certificate which 
would be a simple promise on the part of the Manhattan 
Company to pay a certain sum, without other security than 
its own earnings, the Court further refusing to make any 

uarantee that tne leases would continue iu force. On Oct. 

the Receivers issued an appeal to the stockholders to take 
these certificates and prevent the forfeiture of the leases. 

The New York Elevated Company has made a iormal 
demand upon the officers and Receivers of the Manhattan 
Company for possession of its road. 

Massachusetts Central.—This road was formally 
opened for travel to Hudson, 28 miles from Boston, Oct. °, 
and regular trains are now running on that section. The 
road will be worked py the Boston & Lowell Company, and 
its trains enter Boston on that company’s track. It is ex- 
pected that 30 miies more, west of Hudson, will be ready for 
use in another month. 

Mill Creek.—This road is now completed from Walla 
Walla, Wash. Ter., up Mill Creek eight miles to Dudley: it 
is of 3 ft. gauge and laid with 30C-lo. steel rails. - It was 

il Creek Flume & Manufacturing Company 

carry lumber from the end of a flame owned by that com- 
y to Walla Walla, but the company has estabiished three 
tions and opened the line for general business also. In 
the eight miles the road rises 600 ft., and there is one grade 
a mile ps Tal 102 ft. to the mile. At Walla Walla connec- 
tion is with the Oregon Railway & Navigation Com- 


Minneapolis & St. Louis.—On the new. western 
branch or extension of this road track is reported laid from 
the main line at Norwood, Minn., southwest to Arlington in 
Sibley County, 18 miles. Grading is in progréss.on th? 
tine from Arlington west to Redwood Falls, about 60 
miles. 


Missouri Pacific.—W ork is now iv progress on an ex+ 
tension of tie Central Branch Division from its te?minus at 
Logan, Kan., westward up the North Fork of the Solomon, 
65 miles. Much of the grading is done and track has been 
laid from Logan west 10 miles, 


NewfoundJand.—Work has teet begun on this road 
from St. Jonn, Newfoundland, and the first section is nearly 
graded. The company has bought several engines and cars 
of 3 ft. 6 in. gauge from the New Brunswick Railway, which 
is changing its gauge. ard one engine and 10 flat Cars were 
to be shipped this week. 


New York, Lackawanna & Westernv.—The Buffalo 
Express says: ‘“The work on the new line of the New York, 
Lackawanna & Western Railway is makiug rapid progress 
at nearly all points between Buffalo and Binghamton. The 
work is more than half done. A large force is now at work 
at the Genesee River, where the heaviest work is to be done. 
Crossing the Genesee at Dansville, the road extends through 
the southern towns of Genesee and Erie counties direct.to 
Buffalo, It is expected that 14 miles of track will be laid in 
Erie County—outside of Buffalo—by the last of October. 
This will reach from the city limits to Alden Centre. The 
road separates just east of Buffalo into two lines, which pro- 
ceed. along the outskirts of the city. The northern 
or Black Rock line has three miles of grading 
finished, and will complete a mile and a_half of 
trestle-work next month. From Black Kock to Bingham- 
ton e!) other tracks—and there are many of them—will be 
crossed overhead; while to the south the Lake Shore, Erie, 
Buffalo, New York & Philadelphia, Buffalo & Southwestern, 
and Buffalo Creek railways will he crossed at grade. On 
this Southern line the work is being pushed wherever not 
checked by litigation. The work on the Western Division 
is for many miles very light, the only exceptions beivg in 
the vicinity of the crossings uf the Central and Erie branches 
from Batavia to Attica, where eight miles of heavy gradiug 
and cousiderable trestle-work will be necessary. This rail- 
road runs in great part away from villages and towns, and 
the locations of stations will be fixed at once, but the public 
are assured that they will be placed wherever the local uraffic 
cap best be accommodated. We are assured that the road 
is being well built. The bridges are all of stone or iron, the 
rails of heavy steel, and-sharp curves and steep grades are 
avoided: The whole line will be laid with double track as 
soon as the road-bed is ready.” , 


New York, West Shore & Buffalu.—It is stated that 
this company has made an agreement with the New 
York, Ontario & Western, under which that company 
pays over $10,000,000 in money and surrenders all rights 
it miy have had in the road up the west shore of the 
Hudson and in the terminal property opposite New York. 
In return the New York, West Shore & Buffalo agrees to 
complete its road and to give the New York, Ontario & 
Western perpetual rigbt of way over the same, with use of 
all terminal facilities; also to transfer to the other com- 
pany $10,000,000 of its first-mortgage bonds and $2,500,- 
000 stock. 

It is reported that this company has purchased the 
Athens Branch of the New York Central road (Schenectady 
southeast 401/ miles to the Hudson River at Athens). ‘I'his 
branch has not been operated for some time past. 


Pennsylvania.—Track has been laid on an extension of the 
Lewisburg & Tyrone Branch from Pennsylvania Furnace 
east by north to Fairbrook, Pa., 514 miles, and ona branch 
from Fairbook to Scotia Mine, 51; miles. The new exten- 
sion is 11 miles in all, and makes the branch 28 mites long, 
from Tyrone to Scotia Mine. 


Philadelphia & Reafing.—lt is generally understood 
that Mr. Vanderbilt has been a large buyer of this com- 
pany’s stock, and it is said that he already controls-enough’ 
to give him the balance of power. It is pretty certain that 
he will not support.the Bond management, and common re- 
port is that he will aid in restoring Mr, Gowen to the presi- 
dency, though this is not certain. What Mr. Vanderbilt 
means to do with the Reading is not clear as yet; there is 
talk of a New York Central connection by an extension 
from Williamsport northwest about 50 miles to some 
point on tke Corning, Cowanesque & Antrim road, 
and then over that road and the Central’s Syracuse, 
Geneva & Corning live, but this may have arisen from the 
fact that this is the easiest connection apparent froma study 
of the map. The only thing certainis that Mr. Vanderbilt 
is a large holder of the stock and that he has in an inter- 
view announced his readiness to co-operate with other stock- 
holders. 

Meanwhile it is reported that the Bond-McCalmont party 
will press the exchange of $3,060,000 convertible bonds, 
which they hold, into stock. Itis also reported that large 
purchases of stock have recently been made in the interest 
of the Pennsylvania Railroad Company. 


Pittsburgh Marginal.—The Pittsburgh Telegraph of 
Oct. 3 says: ** Iu Select Council this afternoon the Pitts- 
burgh Loval Railroad ordinance comes up in a form by 
which all oppositicn, except what may be developed by the 
Penvsyivania Railroad, is removed. An amendment will 
be offered making the terminus of the road near the Point 
instead of allowing it to run up the Monongahela wharf, and 
it is understood that the connection with the Baltimore & 
Ohio and also with the Pittsburgh & Lake Erie will be made 
via the propos-d Junction road. The only objection with 
any weight to it which has been used against the Marginal 
has been the occupation of the Monongahela wharf. Until 
the junction road wus devised the wharf portion of the road 
was a necessity to allow the connections to be made, but it 
is understood that as soon as the practicability of the othcr 
route was shown, the Marginal Company at once agreed to 
use it in preference. The amended ordinance will likely be 
passed at once, for by its means the entrance to the city will 
be permitted to the Pittsburgh & Western and Wabash lines, 
thus giving to ail the manufacturers along the Allegheny 
Rivera new competing through line east aud west free from 
switch and transfer charges. Itis uaderstood that the propo- 
sition made by manufacturers to give the city one hundred 
thousand dollars for the rights asked by the Local Company 
will be withdrawn, and the same gentlemen will unite in 
asking the passage of the amended ordinance.” 


St. Louis, Alton & Terre Hante.—A suit has been 
brought by Howard Payson Wilds, in the New York Supreme 
Court, against this company and fhomas Denny and John 8. 
Barnes, trustees under the first mortgage, to restrain the 
defendant corporation from paying any further moneys to 
the trustees on account of interest on bonds held by 
them for the sinking fund. The Court is also asked to 
place a construction on the sinking-fund agreement, de- 
termining its effect, to declare the bonds now held by the 
trustees of the sinking no longer outstanding 





obligations of the company, and to restrain the trustees 


from foreclosing the first mortgage upon default of the pay- 
ment of interest supposed or alleged to be due on the bonds 
held by them. The complaint recites the fact that since 
January, 1879, the company has paid the trustees $144,845, 
which sum remains deposited with the United States ‘ 
Company, where it has only drawn 24 per cent. interest. 
while by wise and proper investment it is claimed it would 
have drawn much more. Justice Potter yesterday granted 
an order for the defendants to show cause why the injunc- 
tion asked for should not be granted. 


St. Louis aa stockholders nave formally 
ratified the lease of the bridge over the Mississippi at St. 
Louis and its approaches to the Missouri Pacific and the 
Wabash, St. Louis & Pacific companies. The joint lessees 
guarantee the interest on the bonds of the company and 
agree to pay also 5 per cent on the first-preferred stock for 
two vears and 6 per cent. thereafter, and 3 per cent. on the 
second-preferred stock. The yearly rental will be $564,500 
for two years and $589,400 thereafter. 


San Domingo.—The government of San Do:vingo has 
granted to Edward B. Hall a concession or charter for a 
railroad from San Domingo, the capital, to the port of Azua, 
with an extension thence to Neyva and the Haytian frontier 
and also to San Juan. 


Savannah, Florida & Western.—It is said that this 
company will soon begin work on an extension from the 
resent terminus at Bainbridge, Ga., southwest to Chatte- 
oochie, Fla., a distance of 25 miles. (‘hattahoochie is on 
the river of the same name, and is also the western terminus 
of the Jacksonville, Pensacola & Mobile road. 


Seaboard, Pittsburgh & Great Western.—This 
company has been incorporated in Pennsylvania to build a 
railroad from Pittsburgh to Chambersburg in the Cumber- 
land Valley, and thence to a connection with the Lancaster 
Branch of the Philadelphia & Reading. 


Texas & Pacific. —Track is now laid to a point 47 miles 
west of Pecos Crossing, Tex. , $2 miles beyond the operating 
terminus at Arroya, and 704 miles from Texarkana, About 
125 miles remain to reach El Paso, and this is nearly all 

raded. lt is expected that the road will reach El Paso a 
ittle in advance of the time setin the contract, which is 
Dec. 81 next. 


Toledo, Delphos & Burlington.—Work has been 
ushed on several:branches and extensions of the Southeastern 
ivision (the former Dayton & Southeastern road), and good 
rogress has been made. On the connection to Lebanon and 
Sincinnati, which leaves this division six miles from Dayton, 
O., track has been laid 514 miles, lee ving 1114 miles to reach 
the Cincinnati Northern at Utica. This gap will Le closed this 
month. Track has also been laid from Wellston, U., east- 
ward three miles on the extension to Gallipolis. On the 
extension of this division south to Ironton on the Ohio River, 
which will be 3814 miles long from Wellston to the northern 
terminus of the Iron Railroad, the grading is all done except 
414 miles, and track has been laid for half a mile. The work s 
in charge of Mr. G. H. Kimball, Superintendent of Con- 
struction. 


Train Robbery.—The three men who robbed a passen- 
ger train on the St. Louis, Iron Mountain & Southern road 
on Sept. 22 bave all been captured. One of them was caught 
near Sulphur Bluff, Tex.. and the other two in the Indian 
Territory, not far from the Arkansas line. All three were 
brought to Hope, Ark., and ] din jail. The successful 
ursuit was directed by Clark Hall, a conductor on the tron 
Mountain road. 


Trinity & Sabine.—This company has filed articles of 
incorporation for a railroad from Trinity, Tex., to a point 
on the Neches River, near the mouth of Angelina River, 
about 70 miles. The capital stock is $1,100,000. The incor- 
orators are R. 8. Hayes, H. M. Hoxie, D. H. 8. Smith, St. 
ouis ; I. H. Evans, John W. Armstrong, G. J. Gooch, 
ae McCoy, Geo. M. Diely, A. R. Howard, Palestine, 
exas. 


Union Pacitic.—This company’s statement for the 
month of July is as follows : 









Earnings. Expenses. Net earn. 

Union Division............. $1,526,717 $793,279 $733.438 
Union branches............ 344,986 209,128 135,858 
Kansus Division. . 691,981 280,095 411,886 
Kansas branches........... 69,858 53.457 16,401 
Denver & South Park Div.. 132,691 03,485 29,206 
Total................. $2,766,233 $1,439,444 $1,326,789 


Work is being actively pushed on the new Oregon Short 
Line, and a large force is employed. 


Wabash, St. Louis & Pacific.—General Ticket Agent 
George H. Daniels issues the following circular dated St. 
Louis, Sept. 28, regarding the acquisition of the Danville & 
Southwestern and Cairo & Vincennes roads: 

‘* This company asstimes control of the Danville & South- 
western Railroad, extending from Tilton, IL, to Vincennes, 
ind., 109 miles, and the Cairo & Vincennes Railroad, ex- 
tending from Vincennes, Ind., to Cairo, Ill., 158 miles, Oct. 
1 next, and they will, from that date, be operated as part of 
our system. All tickets which read via those lines should 
be changed to read ‘ via Wabash, St. Louis & Pacific Rail- 
way,’ whenever a reprint is made, and proportions accruing 
on through business should be reported to this company on 
all tickets sold on and after Oct. 1, 1881. The important 
points on those lines are: Chrisman, Ill., Paris, Tih, Mar- 
shall, Ill., Vincennes, Ind., Mt. Carmel, Ill., Grayville, Il, 
Carmi, [l., Norris City, Ul, Eldorado, IL, Mound City, Ill. 
and Cairo, [li., and, if you have notalready placed on sale 
tickets to those points, | shall be glad if you wilt do so as soon 
as possible. Only one coupon is necessary between any two 
points ou our —_ m east of the Mississippi River, includ- 
ing St. Louis, Mo., Hannibal, Mo., Keokuk, Ia., Burlington, 
Ia., and points on the lines mentioned above.” 


Waxahachie Tap.—This comvany, ‘vhich owns a line 
from Waxahachie, Tex., to the Houston & Texas Central 
near Eunis, 12-miles, bas filed articles providing for a 
change of name to the Central Texas & Northwestern Com- 
pany, and for the extension of the road westward to a point 
on the Texas Central in. Childress County, about 280 miles. 


Western & Atlantic. —Just before adjourning tie 
Georgia Legislature passed resolutions directing the Atto1- 
ney General of the [state to make an investigation as to the 
sufficiency of the bonds held by the state as security for the 
Western & Atlantic Company’s faithful performance of 
the conditicns of its lease of the road, and also to ascertain 
whether a majority of the shares of the lease are held in the 
state by parties living beyond its jurisdiction. Should the 
results of the investigation be unsatisfactory, he is directed 
to begin suit for the forfeiture of the lease. 


West Jersey.—This company has decided to build the 
proposed extension from Swedesboro, N. J., to Salem, the 
people on the line having subscribed nearly $40,000. It is 
estimated that the cost will be about 000, The line 
will run from Swedesboro by Wood- town to Salem, and will 











be 22 miles long, or 164¢ miles shorter than the present 
line between these points, 
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